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The cars of the Puget Sound Trac- 
tion, Light & Power Company in 
Seattle, Washington, are operated by 
Westinghouse No. 506 Motors, 
equipped with SKF Ball Bearings. 
Asa result, they will run from 10,000 
to 15,000 miles without relubrication 
ortrouble. =U. oF I. 
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Repair Now 


6s 


OE” said the General Manager, to the Superintendent, “we 


have promised the people more reliable service next winter. 


We were unprepared last year for the extreme cold weather, 
and must prepare now against a repetition of the excessive car 
failures we had last season.” 


“T am glad to hear you say that,” replied Joe, “I have 
ordered dipping and baking ovens, and have started to give every 
car a thorough overhauling between now and November | st, but, 
candidly, if there is any possible way to do it, we ought to scrap 
those old motors. They are hardly worth the cost of putting 
them in good condition. Even if we rewind them completely, 
they will not be reliable.” 


“All night, Joe,” said the General Manager, ‘‘T’ll see what 
I can do about it for you.” 


& Manufacturing Co. 


East Pittsburgh, Pa. 
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Release Needless 
Platform Man Power 


UST before America’s entry into the war the mana- 

ger of a Southern railway wished to change to one- 
man operation, for which his town is ideal. The news 
got to the men in such distorted fashion that they 
thought one-half would lose their jobs at once. There 
followed the threat of a strike, the manager’s toes 
chilled at once, and no more was done in the matter. 
In the meantime a great shipyard was begun near by 
and the men who had been so worried about their jobs 
on the cars began to leave in droves. Of course, there 
was also the effect of the draft to make matters worse. 
For all that, the property is still run with two men on 
cars that need little more than air equipment to serve 
as one-man cars. 

This is not an isolated case. There are scores and 
scores of cities equally adapted to change to one-man 
operation. Instead of timorously hoping that the next 
one or two drafts will leave them unscathed, these 
companies should get busy now to reconstruct their 
cars at least as fast as their men leave or are taken 
from them. Any attempt of medium-sized roads to 
compete with war wages is out of the question, except 
by reducing the number of men required to run an 
equal or even a greater number of cars. 


Engineering and Transportation 

Are of Primary War Importance 

HE operations of an army in the field depend now 

so much upon engineering that this war has well 
been termed largely a war of engineers. That the 
members of the engineering profession in the United 
States have responded to the call made upon them is 
shown by the fact, brought out at the A. I. E. E. meet- 
ing last week by General Black, that our four prin- 
cipal engineering societies have more than 10 per cent 
of their members in the service, this percentage rising, 
in the case of the A. S. C. E., to 144 per cent. According 
to the same speaker, also, there are in the Engineer 
Corps of the regular army some 8000 commissioned 
officers and 200,000 enlisted men with engineering ex- 
perience, and probably an equal number of men with 
engineering experience in other branches of our mili- 
tary forces. To these must be added, of course, to get 
the total engaged in war work, the very large number 
of engineers engaged in the construction at home of 
war equipment and its transportation, as well as in other 
allied war activities. 

General Black used the figure of 25 lb. as the amount 

of supplies required by an army at the front per man 


per day, and to deliver this finished product at the front 
means, of course, not only its transportation to an 
American port and then across the sea, but the trans- 
portation at home of many times that weight of raw 
material to the factory as well as of the workers them- 
selves to and from their work. All this means that 
engineers and transportation men have an especial re- 
sponsibility in this war to put forth their best efforts 
to defeat the enemy. Those not able to engage directly 
in foreign military service should do everything they 
can at home to maintain their efficiency and output to 
the uttermost. 


McAdoo’s 1-Cent Rate for Soldiers 
Should Not Injure the Interurbans 


OW will interurban electric lines be affected by 

Director-General McAdoo’s order that soldiers and 
sailors under certain conditions shall be entitled to a 
rate of transportation of 1 cent per mile on steam rail- 
roads? A few seem to expect serious results and state 
that as the electric lines have in many cases gone to 
considerable expense to handle this class of traffic, the 
government should recompense them for the revenues 
iost. Even if this low rate should become chargeable 
on interurban lines, however, there is no reason for 
fear. 

Secretary McAdoo’s steam-railway order reads: 
“All fares now constructed at a lower basis than 3 
cents per mile shall be advanced to the basis of 3 cents 
per mile—subject to the following exceptions: (E) 
Officers, enlisted men and nurses of the United States 
Army, Navy and Marine Corps, when traveling in uni- 
form at own expense, shall be granted the privilege of 
purchasing passage tickets at one-third regular one- 
way fare when on furloughs or official leave of absence, 
except that this reduced fare shall not be granted on 
short-term passes from camp or on liberty from ships 
or stations to near-by cities.” Probably only 10 per 
cent of the service riders on the interurban lines are 
on furloughs or official leave of absence. 

Thus the service revenues on interurban lines would 
be only slightly reduced by an application of the 1-cent 
rate to such carriers, and the loss would be negligible 
in view of the generally improving rate situation. The 
institution of the 3-cent steam railroad rate has given 
the interurbans an unparalleled opportunity to secure 
the rate structure which they need for their own and 
the nation’s welfare. As the electric carriers find them- 
selves enabled by increased rates to perform in full 
their essential functions, they will be doubly glad to 
give any aid desired for the boys of Uncle Sam. 
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First Aid to Electric 
Railways Is Needed at Once 


HE one outstanding defect in the present system 
lice utility regulation is delay. Electric railways are 
in straits, some are in the last throes. But Urea’ cannot, 
as a rule, get speedy relief. 

A year ago the New York Public Seeyiig Commission, 
Second District, received petitions for relief from more 
than thirty companies. It was months before the first 
case was decided. Then the highest court in the State 
decided that the commission had not power to act, and 
an appeal had to be made to the separate municipalities. 
As a consequence, many of the companies have not yet 
had relief. 

Nearly every application for increased rates results 
in long drawn out and expensive proceedings varied by 
all the political or legal moves for delay that ingenious 
politicians or lawyers can devise. 

In Massachusetts the increased fare movement be- 
came marked as early as 1914. The utilities in that 
State have been under public control more than thirty 
years, so that all capital issues have had the approval 
of the authorities, and no question of “watered stock” 
can be raised. Yet the average time for disposal of the 
fifteen cases for higher fares instituted from Jan. 1, 
1914, to May 24, 1917, was 144 days, varying from 
36 to 379 days each. 

The appeals made early in the present year by the 
Comptroller of the Currency, John Skelton Williams, 


and Secretary McAdoo, backed up by a letter from 


President Wilson himself, for speedy assistance to util- 
ities and especially electric railways in the hour of 
need, as necessary to the war work of the government, 
may have had some effect somewhere, but they have not 
changed the record materially. The long battle in New 
Jersey over the emergency rate case of the Public Serv- 
ice Corporation still goes on, although this company’s 
service in the war program is most marked. 

A notable exception is the quick decision made by the 
Maine commission in the case of the Lewiston, Augusta 
& Waterville Street Railway, which applied for a 7-cent 
basic fare. This case was disposed of and the fares 
began to come in within thirty days. 

Is it possible that the lesson of the experience of the 
steam railroads has not been learned? Years ago these 
carriers proved that not only did they need greater 
revenue but they needed it at once. Otherwise, new 
extensions, new terminals, new locomotives and cars 
could not be pices as they were needed for growing 
service. 

When, last witiat: we paid $10 a ton or so for coal— 
double the rates prevailing when the railroads just 
asked for relief—we were paying only part of the 
enormous bill which that delay in granting higher rates 
brought about. The savings on freight and passenger 
rates were trifling compared to the extra cost of coal 
and countless other things which the lack of transpor- 
tation facilities increased. 

And now we must pay the increased rates anyway, 
for Mr. McAdoo has put them up probably to much 
higher figures than would have answered had the rail- 
roads been allowed to make the increase themselves. 
The politicians may have won a victory, but it is costing 
the public dearly. 


The Bay State Street Railway in Massachusetts with 
nearly 1000 miles of track, by reason of insufficient in- 
come, was allowed to go into the hands of a receiver. 
Now not only are the fares higher, but more important, 
the receiver got permission of the courts to discontinue 
about 140 miles of track. 
~ When the drowning man is hauled out on the bank, 
it is no time to wait for physicians’ conventions. He 
needs first aid immediately. Questions of investment, 
fair return, valuation and the like, pertinent and 
proper as they may be when there is ample time in the 
regular procedure, should not be raised to delay action 
upon the present emergency applications of electric rail- 
ways for immediate relief. 

When higher wages must be paid—and that they 
should be paid admits generally of no argument—and 
the company’s revenues will not meet the bill, the public 
must meet it at once or delay the war program at the 
cost of lives abroad. It is the same with advancing 
bills for coal and other materials, higher taxes and 
the like. 

The questions of adequacy or excess payment of divi- 
dends and the like can be taken up at leisure. But now 
is no time, when these questions stand exactly as they 
have stood for years in most cases, to begin the long- 
detailed and time-killing study that such questions 
necessarily involve. 

The government’s War Labor Board has taken this 
ground. If local authorities and commissions cling to 
the policy of obstruction, the government by one means 
or another will have to clear the track,.through exer- 
cise of its war powers. That its program will hardly 
result in so much hesitation over a 1-cent increase in 
the fare—or even more—is shown by the course taken 
with the steam railroads. 


Applying the Lessons of the 
June Conventions in October 


N REGARD to its 1918 annual convention the Amer- 

ican Electric Railway Association is fortunate in 
having the opportunity to study in advance a number 
of other war-time conventions. June is an important 
convention month for associations closely bordering on 
the electric railway field. The National Electric Light 
Association, the American Institute of Electrical En- 
gineers, and the American Society for Testing Mate- 
rials have held their usual conventions, and the Master 
Car Builders’ Association and the American Railway 
Master Mechanics’ Association held a short joint meet- 
ing of representative members to attend to necessary 
business. 

In all of the June conventions the entertainment 
features were very properly subordinated to the idea 
of contributing to the winning of the war. This 
thought of the winning of the war was probably stressed 
more forcibly at the N. E. L. A. meeting than at the 
others, but it was evident in all of the programs of the 
associations mentioned. Every one of these represents 
an industry or a line of engineering activity which is 
vital to the success of our greatest of all national tasks. 
Power supply, transportation and first-class materials 
for all construction are certainly three of the most 
essential elements in putting up a winning fight. The 
test of the success of these meetings is the spirit in 
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which those who attended, as well as those affected by 
the reflected influence, go about their tasks after the 
conventions. If each is imbued with the conviction 
that all considerations must bend to the country’s needs, 
then the expenditure in time and money of those who 
attended the conventions will have been justified, and 
only then. 

In surveying as a whole the conventions held in June, 
these aspects stand out prominently. First it is not 
necessary or desirable to hold large conventions, as the 
needs of the hour can be met by a small, representative 
and earnest group qualified to lead the thinking of the 
industry which it represents. Second, in planning the 
program provision should be made for postponing, until 
after the war, all discussion which does not relate essen- 
tially to the means for winning. Third, the addresses 
and discussion should be unusually definite and concrete 
in their suggestions, leaving for peace times, if ever, 
those more diffuse and ephemeral dissertations which 
sound well but contain little of definite applicability. 

As we said editorially some weeks ago, the spirit of 
these war-time conventions should be cumulative. We 
shall be greatly disappointed if our own convention in 
October does not show the result of careful study of 
the weak as well as the strong points in the meetings 
of our sister societies. 


Justice Will Have Its 
Due in the Long Run 


HAT the decision of the New York Court of Appeals 

in the Rochester fare case need not be discourag- 
ing to utilities seeking rate increases in other states 
is the cheerful conclusion which develops as one regu- 
lating body after another gives its views on jurisdiction 
over cases of this kind. Within the past few weeks we 
have had encouraging news from both Missouri and 
Pennsylvania on the fundamental point involved in the 
New York decision—the power of the State to alter 
franchise rates imposed under a constitutional require- 
ment for municipal consent to electric railway con- 
struction and operation. It will be recalled that, owing 
to the defective state of the regulatory law in New 
York, the court there did not rule directly upon this 
constitutional question, although it uttered a dictum 
which has led many to fear that the State will not be 
able to change franchise rates without a constitutional 
amendment. 

In the St. Louis fare case the Missouri commission 
decided that it has power to change franchise rates, 
and that whatever authority the city may have had to 
enact the ordinance in question it was necessarily 
adopted subject to the provisions of the Constitution 
that the charter and ordinances of the city conform 
always to the laws of the State. The commission held 
that the only harmonious interpretation of the consti- 
tutional consent clause’in, connection with other con- 
stitutional provisions relating to the police power and 
legislative control over rates gives the State the right 
to alter franchise rates when it'so elects. Indeed, the 
commission stated in plain words that it does not agree 
with the dictum of the New York Court of Appeals. 

The Pennsylvania commission in the recent Petroleum 
Telephone Company case expressed the sound principle 


that adequate service cannot be rendered by a utility 
company unless it shall be permitted to charge such 
reasonable rates as will enable it to meet operating, 
maintenance and fair return obligations. The opinion 
said: 

“While rates carried in municipal ordinances may 
be enforced so long as they remain reasonable and 
do not offend against other rate provisions of the 
public service law, whenever under changed conditions 
they become unreasonable, inadequate or unduly dis- 
criminatory, they place a burden upon the public from 
which the public has a right to be relieved, and 
the machinery for proper adjustment having been 
created, whereby the exercise of the police power may 
be put in motion, all ordinances carrying unjust or in- 
adequate rate provisions must give way. We are of the 
opinion that such exercise of the police power of the 
State does not invade the authority of municipalities 
or violate the sanctity of ordinance contracts.” 

This decision, dealing as it did with telephone law, 
concerned primarily the supremacy of the State rate- 
making power over municipal consents required by stat- 
utory enactment and did not address itself directly to 
the question of control over rates fixed under a consti- 
tutional consent clause. In this connection, however, 
it may be pointed out that the Attorney General of 
Pennsylvania has now advised the commission of full 
power on its part to fix reasonable electric railway 
rates, notwithstanding the fact that such rates were 
specified by local authorities as a condition upon which 
they gave constitutional consent for the construction 
of the lines. This is a non-legalistic broad-minded in- 
terpretation of the law—such an opinion as the New 
York Court of Appeals: should hand down when :t 
comes to rule unmistakably on the constitutional point 
involved, 

Another interesting recent decision in regard to 
State rate-making is that of the New Jersey Court of 
Errors and Appeals quoted in the June 22 issue of the 
ELECTRIC RAILWAY JOURNAL. It held in brief that the 
State sovereignty is still unimpaired, and that munici- 
palities cannot exceed the authority intrusted to them 
and must not consider their powers extended even by 
implication. The question of a constitutional barrier 
did not arise, however, for the New Jersey constitution 
does not confer upon cities the right to grant street 
franchises, and the requirement for municipal consent 
was imposed by legislative acts. We mention the case 
here only because it is an excellent late example of what 
the New York Court of Appeals recognized when it 
said: “The paramount power of the Legislature over 
the subject of fares has been upheld in the absence of 
a constitutional limitation.” And now, in view of the 
other opinions mentioned, is it too much to hope that 
the supremacy of the State power will eventually be 
recognized by all the courts without even such a 
qualification ? 

Utility companies must not despair because a court 
or commission here and there holds that it is without 
power to give relief in cases of this kind. Justice will 
have its due in the long run, and the real or imaginary 
barriers which stand in the way of adequate rates must 
give way eventually, even though laws have to be 
changed or constitutions amended. The fight for a 
square deal must go on. 
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The New South Wales Government Tramways 


Australia’s Greatest Electric Railway System Serves a Large 
Area and Provides Both City and Suburban Service—A Unique 
System of Route Signs, Easily Distinguishable from a Dis- 
tance, Aids Particularly to Accelerate Traffic at Switch Points 


YDNEY, the metrop- 

olis of Australia, is 

justly proud of its 
electric railway system. 
The New South Wales 
Government Tramways, 
as this system is called, as 
the name implies is owned 
by the state and controlled 
directly by the Chief Com- 
missioner for Railways 
and Tramways, James 
Fraser. A general idea of 
the extent of the system 
and the location of the 
various places served can 
be obtained from the ac- 
companying map. Trans- 
portation is provided to 
the many beaches, race 
tracks, pleasure grounds, 


ToNewcasx, 


No. I= White Bay Power House 


rolling stock equipment is 
composed of 1387 motor 
cars, eleven trailers and 
105 service cars. These 
were all built locally ex- 
cept a few of the earlier 
ones built by the Amer- 
ican Car Company. All are 
thoroughly serviceable 
and are provided with the 
most modern devices to 
give the passengers com- 
fort, safety and a rapid 
means of transportation. 
As shown in the accom- 
panying illustrations, the 
cars are of single deck con- 
struction and have the 
end section open while 
the center section is 
closed. In the latest type 
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etc., as well as to all the eae eth car used, side doors are 
suburbs to the south and |Nes-Rushcutters Bay Pertouseys Ee ¥ provided for the closed 
east of the city. There is No.5=Dowling Street Depot res pias = section. In other types, en- 
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There are many different No.0=Baulkham Hills Depot Sutherland y, & BATE BAY Jy US closed section. Running 
routes, thirty of which as i bl all it pene tps boards are arranged along 


converge to Circular 
Quay, the port of Sydney. 
An idea of the heavy na- 
ture of the traffic may be gained from the fact that 
between 4000 and 5000 cars pass Railway Square, one 
of the busiest centers of the city, between 6 a.m. and 
midnight each day. The system comprises 350 miles 
of standard-gage (4 ft. 84 in.) track in the city and sub- 
urbs and includes one or two isolated sections. The 


MAP SHOWING 


CLASS “O” CAR HAVING ACCOMMODATION FOR EIGHTY 
PASSENGERS 


TRAMWAYS AND RAILWAYS OF SYDNEY 
AND ENVIRONS 


the sides for boarding and 
alighting. The latest type 
of car used is known as 
the “O” class. Cars of this type are 44 ft. 5 in. long 
over all and 9 ft. wide over footboards. A _ seating 
capacity for eighty passengers is provided. The control 
equipment is Sprague-General Electric, type M, ar- 
ranged for multiple-unit operation so the cars can be 


‘connected up in trains when desired. Other types of 


CLASS “L” 


CAR WITH ACCOMMODATION FOR FIFTY-SIX 
PASSENGERS 
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cars have K controllers and the remainder of the elec- 
trical equipment is General Electric. All cars are 
equipped with air brakes. 

Destination signs are located just above the head- 
lights at both the front and rear of all cars. In ad- 
dition, side signs are provided at the edge of the roof. 
The end destination sign boxes, in addition to having 
the names of the various places served by the system, 
are provided with variously colored routing signs. These 
signs have geometrical figures of different colors which 
are visible from a considerable distance both day and 
night and enable the signal men properly to set the 
switches to give the car its proper route. 

The following is a list of some of the forms in which 
these signs are arranged, and an idea as to their appear- 
ance can be obtained from the accompanying illustra- 
tions: White ground with one green circle; white 
ground with two red circles; white ground with two 
green circles; white ground with two green crosses; 
white ground with diagonal red cross; white ground 
with three green diamonds; white ground with green 
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TICKETS USED BY THE NEW SOUTH WALES GOVERNMENT 
TRAMWAYS 


and red triangle; green ground with white diamond; 
green and white triangles; red and white diagonal bars. 

Signal towers are provided adjacent to crossings and 
junctions. A Park Street signal box is shown in an ac- 
companying illustration. The design is arranged to 
harmonize with the surroundings and presents an at- 
tractive appearance. The monogram of the railway sys- 
tem appears on each panel. The signaling and switch- 
ing system is interlocking. An additional illustration 
shows the form of signal used. These consist of two 
separate disks with a red stripe on a white background. 
When the stripe is in a vertical position as shown in the 
signal numbered 6 in the illustration, the indication is 
clear, and when in a horizontal position, as in 7, it in- 
dicates stop. 

The railway tracks, in general, are located on public 
thoroughfares, but there are some locations where the 
physical condition of the country makes it undesirable 
for the car lines to follow the public highways. This 
is especially necessary on the Spit-Manly section where 
the cars have to ascend and descend hundreds of feet 
from the sea level and ‘“‘negotiate” the steep cliffs rising 
from the shores of the harbor. There is a section on 
the Balmain line where the track is so steep that it is 
necessary to use a dummy truck to pilot the cars up and 
down the steep inclines. 

Power for operating the cars is supplied from a di- 
yect-current overhead trolley system with rail return at 

600 volts potential. The system has three generating 
stations located at White Bay, Ultimo and Rushcutters 
Bay. There are also several substations situated at 


END VIEWS OF DIFFERENT CARS SHOWING LOCATIONS 
OF DESTINATION SIGNS 


suitable points throughout the system. The location of 
these is indicated on the accompanying map. 

In order properly to house and maintain the rolling 
stock, twelve carhouses are provided. The largest of 
these is located at the Dowling Street Depot, at which 
700 men are employed. In addition an extensive con- 
struction and maintenance shop for the building and re- 
pair of rolling stock is located at Randwick. 

The system of fare collection is based on the section or 
zone principle. The fares are moderate considering the 
service given. A section is from 1 to 2 miles long and 
the fare charge is 3 cents for a single section or at a 
rate of 2 cents per section where two or more sections 
are traveled. Each conductor is supplied with a ticket 
case to hold tickets of ten different denominations, as 
each section or combination of sections has its distinct 
colored ticket. Transfers are not used. 

Several of the tickets are shown in an accompany- 
ing illustration. Some of the colors used are: for first 
section tickets, cerise; second, white; third, gray, etc. 
For tickets applying to more than one section; that for 
the first and second sections is green; first to third, sal- 


PARK STREET SIGNAL BOX, NEW SOUTH WALES 
GOVERNMENT TRAMWAYS, AND TYPE 
OF SIGNALS USED 
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mon; second and third, light green; first to sixth section, 
blue, etc. Referring to the illustration, it will be noted 
that the fare is printed on each ticket and is indicated 
in pence as 2d, 3d, etc. The large letter immediately 
following the fare denotes the day of issue. A is used 
for Mondays and Thursdays, B for Tuesdays and Fri- 
days, C for Wednesdays and Saturdays and S for Sun 
days and special fares. Underneath is the serial num- 
ber of the ticket and immediately following are two let- 
ters. The topmost letter indicates the depot of origin— 
R for Rozelle, N for Newtown, AM for Enfield, etc. : The 
lower letter denotes the series. Special rates of fare 
are provided for school pupils, teachers, members of the 
military and naval cadet forces, blind persons and ap- 
prentices. Special rates of fare are also provided for 
through transportation to the parks and race courses. 

Some of the statistics regarding the operation of this 
railway system for the year ending June 30, 1917, are 
as follows: Passengers carried, 295,303,714; car mile- 
age, 25,361,992; earnings, $10,043,700 approximately ; 
units of power generated, 94,326,199 kw.-hr.; men em- 
ployed, 10,000. There are at present about 1000 men of 
the Tramway Traffic Branch in active service with the 
Australian Imperial Forces. At the Rozelle Depot a 
fine monument has been erected to the memory of fallen 
comrades and a similar memorial is in the course of 
erection at Dowling Street Depot. The cost of these 
monuments has been defrayed by the voluntary contri- 
butions of the staff. 


Standing to the Colors at Jacksonville 


PATRIOTIC custom which appears to be original 
with Jacksonville, although it has since spread 
to other Florida towns, is standing to the colors for 
one minute at 6 p.m. every day. At that instant the 
flags throughout the city are lowered, and conductors 
in the standing cars announce: “Six o’clock—please 
bare your head and stand to the colors.” This act 
is carried out by the passengers and by men on the 
. Shipyard ferries and elsewhere. The custom, which was 
first purely voluntary, has now been embodied in an 
ordinance of Jacksonville. | 
The Jacksonville Traction Company was glad to com- 
ply with this patriotic practice, but it found th? 
power-house machinery less amenable. The first time 
the experiment was tried, the engines in the power 
station nearly ran away to their ruin. It was therefore 
decided to modify the plan by stopping different groups 
of cars within four minutes, as follows: Riverside 
and Highway cars stop at 5.58 p.m.; Phenix Park, Main 
Street, West Bay Street cars at 6 p.m., and Fairfield, 
Lavilla and Newman cars at 6.02 p.m. This plan has 
worked cut satisfactorily. 


The shortage of men for electric railway work has 
been felt in Louisville. At one carhouse of the Louisville 
Railway where it has been the custom of the company 
to have about twenty-six extra men on hand there 
were recently only two extra men. The company has 
used various means to induce men to accept positions 
The company has recently begun advertising in the 
newspapers of the county seat of every county in the 
State, seeking men between the ages of twenty-one and 
forty who are not in class 1 of the army draft. 
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AUSTRALIAN BUILT CAR AT PERTH 


New Cars for Perth 


HE Perth Government Tramways have recently put 

in service ten maximum traction double-ended cars 
of the type shown in the first engraving. They were 
built in the company’s shop and are mounted on Brill- 
62-E trucks and equipped with GE-218-C motors. Gen- 
eral Electric air brakes and Ohio Brass sanding valves 
are used. 

As an experiment the company has also added two 
center-entrance cars, one of the Washington type, the 
other of the New York type. The Washington type car 
has four GE-58-A motors with K-36-J controllers with- 
out contactors. The doors are hand operated. The 
New York type car is mounted on Brill-62-E trucks and 


NEW YORK TYPE OF CAR AT PERTH 


equipped with GE-218-C motors with K-36-M control- 
lers. The capacity is fifty passengers seated and 
twenty-two standing, and the car has carried ninety 
passengers. Both cars are fitted with Westinghousé air 
brakes. As prepayment operation is not used, the fare 
box apparatus has been removed. Both cars were built 
by the J. G. Brill Company. 

The Perth Government Tramways system comprises 
about 364 miles, measured in single track, and has been 
a government property since July, 1913. A new power 
station of 12,000-kw. capacity has recently been put in 
operation. Distribution in the city is at 6000 volts and 
to the outlying districts at 20,000 volts. 
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Power Supply for Electric Railways 


At Its Atlantic City Convention Last Week, the A.I.E.E. Discussed a Number of 
Topics Directly Applicable to Electric Railway Power 
Supply—Membership Is Now 9370 


can Institute of Electrical Engineers was held at 
Atlantic City last week with an attendance of 
about 200 members and guests. Abstracts of several of 
the papers were given in the June 29 issue of this paper, 
page 1229, and a number of others are abstracted this 
w.ek. The convention was of the simplest possible 
nature, with few papers which could be considered 
without the sectional arrangement of the program some- 
times found necessary and desirable by the Institute. 
Retiring President E. W. Rice, Jr., in his presidential 
address, reviewed the progress recently made in the 
design of generating apparatus, after complimenting the 
Institute on the addition of 1235 members during the 
year, bringing the total to 9370. He said that the effi- 
ciency of electric generators is about 90 per cent and 
transformers 98 per cent, with no material change in 
three years. Water turbines have been improved, 
having a maximum efliciency now of 90 per cent. At 
the same time steam turbines have reached 75 to 80 
per cent of Rankine efficiency, that is the percentage 
of the heat available within the working range of 
pressure and temperature. Thermal efficiencies have 
gone from 10 per cent to 21.6 per cent in fifteen years. 
Mr. Rice also referred to the progress that had been 
made in increasing “system” efficiency, i. e., the energy 
efficiency of a system, and to the effects of operating 
substations automatically and of tying power plants 
together electrically. ; 
In addition to the technical papers General William 
M. Black, Chief of Engineers, U.S.A., addressed the 
Institute on “Engineers and the War.” Charles E. 
Stuart of the Fuel Administration also spoke, stating 
the attitude of the administration toward the utilities. 
This is that no drastic measures will be adopted in cur- 
tailing power generation until absolutely necessary, and 
every effort will be made to induce economy in the use 
of power. There is an acute shortage due to increased 
demand and decreased production. 


le NHE thirty-fourth annual convention of the Ameri- 


A Bird’s-eye View of Electric Transportation 


The Coming of the Light-Weight Motor, the Electrification 
Situation and Other Matters Were Considered in the 
Traction and Transportation Committee’s Report 


HE annual report of the traction and transporta- 

tion committee, signed by N. W. Storer, chairman, 
was chiefly concerned with heavy traction and light- 
weight motors. It called attention to the unprecedented 
operating difficulties of the past year. With labor condi- 
tions at their worst, the maximum tonnage ever offered, 
rolling stock and motive power sadly deteriorated due 
to a long period of lean income—all added to a winter 
of unprecedented severity, it is little wonder that the 
trunk lines practically collapsed under the strain. ~The 


collapse of the steam railways, however, did not extend 
to electrified lines, especially to the electrified steam 
railways. These roads operated successfully through 
the hardest weather. The committee urged as a war 
measure the most careful consideration of the possibili- 
ties of electrification, both by the government and the 
railways, stating that electrification will eventually be 
adopted because the character of service will be so much 
better that the railways cannot afford to do otherwise. 
During the war, however, the amount of electrification 
work done will probably be limited to places where it is 
absolutely essential, or especially advantageous, in order 
to facilitate handling of traffic necessary for the proper 
prosecution of the war. 


LIGHT-WEIGHT Motor HAS COME TO STAY 


In electric railway circles, the past year has been one 
of great hardships. The long continued cold weather, 
combined with the heavy falls of snow, resulted in a 
very unusual number of break-downs with little oppor- 
tunity for recuperation. First, the general labor and 
material situation made it difficult to secure good main- 
tenance. In addition, the street railways have been 
working for several years under increasingly heavy 
financial difficulties, so that in many cases the equip- 
ments were in no condition to stand the extra strain. 

A feature which contributed to this result was the 
light-weight campaign. Ten years ago there was great 
need for this campaign. The idea became prevalent that 
it costs a railway 5 cents per pound per annum to haul 
its equipment around, so that it has been the end and 
aim of practically every man having anything to do with 
the design of cars and equipment to cut the weight. 
This has been done in a more or less scientific manner, 
but like all campaigns of this kind, the pendulum has 
swung past the limit in some respects, probably due to 
the fact that it is impossible to recognize the limit until 
it has been passed and trouble encountered. For- 
tunately, such trouble has not been sufficiently wide- 
spread to do more than point to the limit. 

Possibilities for trouble with light-weight motors are 
mainly as follows: (1) open ventilation, leading to the 
introduction of snow into the working parts of the 
motor, with resulting danger to insulation; (2) higher 
armature speeds, leading to more rapid deterioration of 
armatures and wear of bearings; (3) reduction of 
area of parts thus increasing unit stresses; (4) danger 
from overloading due to lack of sufficient thermal 
capacity to withstand abnormal loads. Ki 

The ventilated motor has come to stay. Its advan- 
tages are too many to give up because of the slight 
damage resulting from snow. The logical thing to do 
when there is danger from this is to put tight covers 
over the motor openings in the winter time. The addi- 
tional margin due to the lower ambient temperature in 
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the winter will, in practically all cases, be sufficient to 
keep the motor temperature within safe limits. 

High armature speeds should be approached with 
conservatism, care being’ taken that the armature is suffi- 
ciently substantial to withstand the additional strains, 
and that bearings are of liberal dimensions, with ade- 
quate lubrication. 

The use of high-grade steel is recommended, but is 
preferred as an additional factor of safety, rather than 
to get minimum weight. It must be remembered that 
it is not always possible to secure special grades of 
material for making repairs. 

Trouble from overloading with the light-weight 
motors has come as a very disagreeable surprise to oper- 
ators. It is subject to careful analysis and the reasons 
are easily understood. The chief reason is that the 
limitations of the ventilated motor are not generally 
understood. 

The trade has been educated to believe that the con- 
tinuous rating of the railway motor is the one that de- 
termines its service capacity; and that if its continuous 
rating is equal to the integrated loads in service, it wil! 
be ample to perform the work. This method of select- 
ing motors was quite satisfactory with the old non- 
ventilated type of motors, where the motor had sufficient 
thermal capacity to absorb the losses generated in the 
short applications of heavy loads, without reaching 
abnormal temperatures. The modern highly ventilated 
motor, however, has relatively a very high continuous 
rating, as compared with the one-hour rating. The latter, 
as is well known, is really the gage of the thermal capac- 
ity of the motor and of its capacity for handling heavy 
intermittent loads. 

When the motor that is selected for its continuous 
rating is required to develop four times this load for a 
few minutes under some abnormal condition, a non- 
ventilated motor would be loaded to only about 60 per 
cent above its one-hour rating, while the highly ven- 
tilated motor would be loaded to two and one-half or 
three times its one-hour rating, resulting in a much 
greater rise in temperature. Where this abnormal load 
is applied at low speed, as is apt to be the case, the 
trouble is further accentuated, due to the decreased 
ventilation secured with fan-cooled motors. 

The logic of this situation is simply that motors of 
the ventilated type for a given service will require a 
higher continuous rating than one of the non-ventilated 
type. Due regard must be paid to the capacity for 
short-time overloads in order to avoid reaching a dan- 
gerous temperature under abnormal conditions. 

There seems to be a distinct tendency towards more 
’ conservative selection of equipments for street car serv- 
ice, since it has been definitely established that the cost 
of maintenance of motors which afe worked beyond 
their capacity, added to the cost of unreliable service, 
is so high as to offset any possible saving resulting from 
the lighter weight. This is also leading to a return 
to four-motor equipments, simply because of their great- 
er reliability under abnormal conditions. It is hoped, 
however, that any return along these lines will be taken 
with the greatest care and with the maximum utiliza- 
tion of the experience that has been secured up to date. 
Having been at both extremes, it should now be pos- 
sible to adopt a mean position which will give the very 
best results. 


Great savings in energy can be effected without cut- 
ting the weight of the equipment, by attention to im- 
proved methods of operation and, especially, by the 
further use of field control. It is hoped also that event- 
ually it will be possible to make use of regenerative 
control for elevated and subway equipment, at least. 
This has worked out so satisfactorily on mountain 
grades that its extension to car equipment seems very 
desirable. 


Experience with an Automatic Hydroelectric 
Power Plant 


Seven Months’ Operation of Cedar Rapids, Ia., Automatic 
Plant Has Demonstrated that Scheme Used Is 
Practical for Existing Local Conditions 


oe October, 1917, there has been in operation 
at Cedar Rapids, Ia., the automatic hydroelectric 
plant of the Iowa Railway & Light Company. This plant 
is a further development of the automatic substation 
idea. Its construction and operation were covered in 
a paper at the Atlantic City meeting by J. M. Drabelle 
and L. B. Bonnett, the former of the Iowa Railway & 
Light Company and the latter of the General Electric 
Company. This plant was fully described in the issue 
of the ELECTRIC RAILWAY JOURNAL for Dec. 1, 1917, 
page 980, and its salient features were emphasized in 
an editorial on page 978 of the same issue. Supple- 
menting the earlier article the following notes are bas-d 
on the paper by Messrs. Drabelle and Bonnett, to indi- 
cate the results of the last winter’s experience with 
the plant. 

When the paper was written the station had been in 
operation about seven months, and during this time 
the total flow of the river had been used at all times. 
The plant had fed into the transmission system a total 
of about 3,000,000 kw.-hr. There were a few failures 
to start, as no automatic apparatus can be absolutely 
infallible, but the source of the failures has been found 
and removed. 

The equipment is designed to shut down in case of 
abnormal conditions, so that all the machines will be 
protected against injury. It operated so successfully 
that, in spite of the shortage of help and pressure of 
other work on the part of those in charge, the plant 
ran continuously for ten weeks with no attention of any 
kind to the automatic equipment. There have been 
several cases of exciter trouble at the main steam 
station, resulting in a complete shutdown of the auto- 
matic plant. As soon as the bus voltage was restored 


_the automatic equipment put the hydroelectric plant 


back onto the line without attention of any kind and 
with no damage to any machines. — 

Since the plant was put into operation the changes 
that have been made consist essentially of substituting 
heavier and more reliable relays at one or two points 
in the control system. The plant has successfully with- 
stood short-circuits, exciter failures in the steam plant, 
low and high water, and all of the test conditions which 
those in charge of the work desired to place upon it, 
without damage. Incorrect operations have been 
brought about artificially, further to test the plant, 
and it has been operated by the regular operating force 
of the steam plant. There has been no occasion to keep 
men in the hydroelectric plant to watch its operation. 
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In concluding their article the authors point out that 
if the automatic development means anything at all it 
will now be possible to develop a large number of 
small, low-head plants and to tie them in on a high- 
tension system, leaving their operation entirely to the 
float switch and voltage relays. If there is voltage on 
all three phases of the high-tension line and water for 
the turbines, they will start up and go onto the line 
without wrecking themselves or disturbing the opera- 
tion of the remainder of the system. In these days 
of scarcity of coal and of labor, together with high 
prices for these, the utilization of our water power is 
of national importance. With the elimination of the 
excessive cost of labor for small plant operation, many 
water-power sites can be made paying investments. 


Keeping Direct-Current Apparatus from 
Flashing 
High Speed Circuit Breakers and Are Barriers Have Been 


Proved Effective in Limiting the Effects of 
Short-Circuits 


HE latest practice in protecting d.c. equipment 

from flashing was described in a paper by J. J. 
Linebaugh and J. L. Burnham, both of the General 
Electric Company, Schenectady, N. Y. The subject 
is of particular importance at this time on account 
of the flashing problems incident to the automatic 
substation and to high-voltage heavy traction. As the 
authors point out, the problem of protection from flash- 
ing has for many years confronted engineers who 
build and operate d.c. machines. Some form of bar- 


coils short-circuited by the brush as each segment of 
the commutator passes from under the brush. The 
spark or are tends to hold, due to the inductive char- 
acter of the coil, and if the arc is of sufficient volume 
the vapor produced thereby forms a low-resistance path 
between segments and from brush to brush or to frame. 
The value of load that causes flashing when applied 
suddenly, i. e., short-circuit, is a function of the time 
required to throw it off. The quick-r the circuit is 
opened the higher the value of current that will not 
cause arcing. 

With the ordinary circuit breaker which begins to 
open at about one-quarter of a second th¢re is a certain 
maximum load which cannot be exceeded for each com- 
mutating machine without causing flashing. If feeders 
have a sufficient resistance to limit the short-circuit 
current to this critical value, flashing will occur only on 
the rare occasion of a short-circuit in a feeder itself. 
It has been the standard practice of nearly all 
manufacturers to recommend the tapping of feeders, 
especially railway feeders, at a sufficient distance from 
the substation to insure enough resistance in the circuit 
to limit current in case of short-circuit near the station. 

With special high-speed circuit-opening devices, 
operating at about 0.005 second, the more sensitive 
machines, such as 60-cycle synchronous converters for 
railway voltages, may be short-circuited without flash- 
ing over even though the maximum current is of 
higher value than would cause flashing with suddenly 
applied load in ordinary circuit-breaker operation. 

After considerable experimentation the engineers of 
the General Electric Company decided to concentrate 


FIG. 1—FLASH BARRIER INSTALLED ON 2000-KW., 3000-VOLT, SYNCHRONOUS MOTOR-GENERATOR SET USED IN 
CONNECTION WITH HIGH-SPEED CIRCUIT BREAKERS. FIG. 2—500-KW., 25-CYCLE, 600-VOLT SYNCHRONOUS 
CONVERTER EQUIPPED WITH COMMERCIAL FORM OF FLASH BARRIER INSTALLED 
IN AUTOMATIC SUBSTATION 


rier has been the most common protection suggested, 
but most attempts to apply this plan have been unsuc- 
cessful. It was realized, also, that the means for 
preventing flashing at the commutator and brushes of 
d.c. machines must operate to remove the cause very 
quickly. In this paper a special form of barrier which 
gives the required protection, and two forms of high- 
speed circuit breakers were described. 

A flash at the commutator starts from excessive 
sparking, produced by the breaking of current in the 


their energies on the design of a circuit breaker using 
the principle of a latch, a heavy spring and a series 
tripping coil. The problem was to obtain very quick 
tripping, rapid acceleration of contact and a sufficient 
number of ampere-turns in the magnetic blow-out to 
insure rapid breaking of the arc. A very special latch 
with a light tripping movement was designed some- 
what similar to the hair trigger on a rifle, so that 
about 0.001 in. movement of the plunger would trip 
the breaker. 
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A breaker of this type was tested exhaustively in con- 
nection with a 2000-kw., 3000-volt d.c. sychronous motor- 
generator set built for the Chicago, Milwaukee & St. 
Paul electrification, and some have been in service in 
the substations of this railroad since early in 1917. 

Later another type of high-speed breaker has been 
developed and forms part of the more recent equipment 
being furnished to the St. Paul. This consists essen- 
tially of a contactor having a laminated structure with 
electric holding coil and series bucking coil so that 
it opens when the load current reaches a value sufficient 
to offset the ampere-turns of the holding coil. 


Arc BARRIERS ARE NECESSARY ALSO 


In connection with the tests described it was found 
that even with the very high speed obtained it was not 
possible completely to protect the machines from flash- 
ing on the most severe short-circuits, and barriers were 
designed and installed to supplement the circuit break- 


FIG. 3—FLASH BARRIER WITH FRONT REMOVED TO SHOW 
LOCATION AND CONSTRUCTION OF ARC SCOOP 
AND WIRE MESH ARC COOLERS 


ers. Barriers of the type shown in Fig. 1 were installed 
to delay the time of flashover so that the breaker could 
give complete protection. 

Further experimenting resulted in the general ar- 
rangement of a successful barrier as shown in Fig. 2. 
Here a close-fitting box of fireproof insulating material 
surrounds each set of brushes and is located so as to 
give a small clearance between the box and the com- 
mutator. On the side of the box toward which the 
commutator rotates after leaving the brush is fastened 
a V-shaped “scoop” (see Fig. 3) of fireproof insulating 
material, preferably having good heat conductivity. 
This points toward the brush and has a small running 
clearance from the commutator. Radially above the 
scoop about 1 in. apart are two metal screens, one 
coarse and one fine mesh, through which the arc is 
successively forced and cooled. 

The scoop runs very close to the commutator with 
narrow edge and small clearance and picks up the are 
from the commutator and deflects it into the are coolers 
which, from their construction, allow free passage of 
all gases generated by the arc. The cooling and con- 


densing of the arc reduces the gas pressure so that 
shields at the end of the commutator, installed to prevent 
the arc from being thrown from the end of the com- 
mutator and communicated to the pillar block and frame, 
are permissible. 

Direct-current machines for use in automatic sub- 
stations are being equipped with these barriers and 
short concerted tests at the substations have been taken, 
indicating that they will take care of any short-circuit 
experienced in actual service. These barriers are in 
operation and short-circuit tests were taken on a 500- 
kw., 600-volt, 25-cycle synchronous converter of the Des 
Moines Electric Railway; a 500-kw., 600-volt, 60-cycle 
synchronous converter of the Columbus Electric Rail- 
way & Light Company, Columbus, Ohio, and a 500-kw., 
30-cycle, 1200-volt synchronous converter at Montieth 
Junction, Mich., and other installations are now in 
service, 

The investigations and tests indicate that if any 
commutating machine is equipped with barriers and 
the last high-speed circuit breaker described, complete 
protection will be given against external short-circuits 
of all kinds so that interruptions to service will not be 
of any greater duration than necessary for closing the 
circuit breaker as in ordinary overload operation. 


DISCUSSION ON ANTI-FLASHING APPARATUS 


The paper of Messrs. Linebaugh and Burnham 
brought out some interesting discussion. One speaker 
referred to methods developed by the Interborough 
Rapid Transit Company to prevent flashover. In one 
case a condenser was connected in series with the trip 
magnet so that the latter would be actuated when there 
was an instantaneous drop in voltage. He emphasized 
the disadvantages of a high-speed breaker stating that 
it is easier to use a choke coil with the trip coil shunted 
across it. With this arrangement the switch will open 
when there is an impulse voltage impressed. 

Another speaker commended the method described by 
the authors as logical in supplementing existing appa- 
ratus. He mentioned another method of attacking the 
problem, consisting of the short-circuiting of the wind- 
ings of the machine through collector rings to reduce the 
voltage below the flashover point and at the same time to 
reduce the field flux. (See ELECTRIC RAILWAY JOURNAL, 
May 4, 1918, page 858.) Attention was also directed to 
the disadvantages of barriers in that the commutator 
and brushes are rendered inaccessible thereby. 


Large Diameter Trolley Wheels Give 
Good Results 


The Oakland, Antioch & Eastern Railway is reported 
to be enjoying continued success with various makes of 
10-in. trolley wheels originated by this company and 
described in an article by F. A. Miller in the ELECTRIC 
RAILWAY JOURNAL of Aug. 14, 1916, page 278. With a 
6-in. wheel previously used, the limit of life was fre- 
quently as low as 90 miles with a trolley pole tension 
of 35 to 40 lb. With the 10-in. wheels it was found that 
the tension could be reduced to from 25 to 30 lb. and the 
life of these wheels with this reduced tension was in- 
creased to 6000 miles and more. Wheel dewirements and 
pole troubles were also greatly decreased. 
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Employees Demand Wage of 60 Cents 
an Hour 


In Leading Cases Before War Labor Board Union Representatives Give 
Their Idea of a Reasonable Wage—Want Platform Time of Nine to Ten 
Hours Performed in Eleven to Thirteen Hours, With Time and a 
Half for Overtime—Cleveland Railway Says Demands Are Excessive 


electric railway trainmen is the contention ad- 

vanced by union representatives in leading cases 
now pending before the War Labor Board. Data to 
this effect were introduced by brief and by witnesses 
before the board at the hearings which began on Mon- 
day, June 24, in Washington, D. C. 

It will be recalled that upon the opening of the 
hearings the joint chairmen, William H. Taft and Frank 
P. Walsh, stated that the board wished to hear argu- 
ments upon two points: (1) What recognition should 
the board, in making wage awards, give to the financial 
status of the companies? (2) What is a living wage? 
As described in detail in the ELECTRIC RAILWAY JOURNAL 
of June 29, the arguments on the first point during the 
week seemed to impress the chairmen with the fact 
that although it is the duty of the board to fix reason- 
able wages, despite the poor financial condition of 
utilities, any awards made should be accompanied by a 
recommendation for fare increases by federal action in 
order to prevent the awards from being nullified and 
maximum production from being injured. 

When this point became established, and as the rail- 
way men and union representatives were drawing up 
a mutually satisfactory brief holding that both Congress 
and the President have power to increase electric rail- 
way fares without assuming further control of the 
properties, the attention of the board was turned to the 
second question—that of a living wage. Some evidence 
and briefs were then presented, from which one can 
secure a good idea of the general propositions being 
advanced before the board. 

The board announced that in order to expedite pro- 
ceedings and not cumber up the records, it would con- 
sider as evidence in any of the twenty-four cases before 
it the relevant and material evidence in any of the 
other cases. The companies to make arguments after 
the general railway case was completed were asked, 
therefore, to confine their attention to local conditions. 
Inasmuch as most of the railway men had come pre- 
pared to discuss the point of wages only in connection 
with their individual cases, not much general evidence 
was introduced by the carriers. The Detroit and Cleve- 
land companies, however, presented arguments on their 
cases, and the Chicago Surface Lines, the Chicago 
Elevated Railways and the Public Service Corporation 
of New Jersey were given a short extension of time to 
prepare evidence in detail. 


Tevet 60 cents an hour is a reasonable wage for 


ISSUES RAISED IN CLEVELAND AND DETROIT 


According to the union brief, the principal points in 
controversy in Cleveland and Detroit include schedules, 


wages and overtime. In the men’s opinion, schedules 
and overtime are so interwoven with wages that 
unless both are satisfactorily fixed an award of a sub- 
stantial increase in wages could be made ineffective 
by operation within excessive outside time and with 
improper pay for overtime. 

At present the wages in Detroit are 30 cents an 
hour for the first three months of service, 35 cents an 
hour for the next nine months and 40 cents an hour 
thereafter. In Cleveland the present wages are 32 
cents an hour for the first year and 35 cents an hour 
thereafter. The request of both the Detroit and Cleve- 
land organizations is for a wage rate of 60 cents an 
hour. It has been agreed that the Cleveland award 
by the War Labor Board shall be effective as of May 
1, 1918, and that for Detroit as of June 1, 1918. 


LIMIT DESIRED FOR OUTSIDE TIME 


The employees in Cleveland and Detroit, it is said, 
are not seeking a shorter work day, although various 
public bodies are decreeing a basic eight-hour day. 
The men are willing to work for a longer period “as 
that is the only way they see of obtaining an adequate 
weekly wage.” In their opinion, however, the runs 
should be so arranged that the platform time would be 
from nine to ten hours performed as follows: 40 per 
cent of the runs within eleven hours; 40 per cent within 
eleven to twelve hours, and 20 per cent within twelve to 
thirteen hours—with, of course, the understanding that 
each 40 per cent would be considered a minimum and 
the 20 per cent a maximum. 

To show the board that this proposition is practical, 
the men quoted from agreements between these Massa- 
chusetts companies and their employees as follows: 


Boston Elevated Railway: 

At least 70 per cent of all schedule runs are to be within 
eleven hours, and in no ease is a schedule run to have out- 
side ‘time in excess of fourteen hours. 


Bay State Street Railway: 

In the arrangement of schedules as many runs as possi- 
ble shall be made nine hours to be completed within eleven 
consecutive hours, consistent with the remainder being ar- 
ranged to the best advantage in runs of not less than eight 
or more than nine and one-half hours, to be completed 
within twelve consecutive hours, except that not more than 
20 per cent of the total runs may exceed twelve but not 
fourteen consecutive hours. 


Springfield Street Railway: 
Worcester Consolidated Street Railway: 

Not less than 60 per cent of the schedule runs shall be 
not more than nine hours work, and shall be so arranged 
that not less than one-third thereof shall be completed within 
eleven consecutive hours, and not more than one-third 
thereof shall be completed within twelve consecutive hours, 
and that the remainder thereof shall be completed within 
eleven and one-half consecutive hours. Not more than 40 
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per cent of the schedule runs may be, but shall not exceed, 
nine and one-half hours’ work, and ‘shall be so arran ed 
that not less than one-half thereof shall be completed within 
eleven consecutive hours, and not more than one-half thereof 
shall be completed within twelve consecutive hours. 


James H. Vahey, counsel Amalgamated Association of 
Street & Electric Railway Employees, stated that 
when a man started to work at 5 a.m. he ought to 
finish work at least in the middle of the afternoon. The 
men must submit to hardships necessary to the busi- 
ness, but the outside hours should be as short as pos- 
sible in order that the men may be enabled to get rest 
and recreation. 

The union leaders also called attention to the decision 
of Justice Higgins of the Australian Commonwealth 
Arbitration Court (6 Com. Arb. 168). Justice Hig- 
gins fixed eight platform hours a day to be performed 
within nine consecutive hours. He went further and 
fixed a week of only six working days, with provision 
that “the overtime for any excess of forty-eight hours 


Owl-car runs should be straight with no more than eight 
hours’ time to pay the full ten hours’ time allowed to 
other employees. 


Cost oF LIvING Up 42 PER CENT 


In taking up the wage question itself, the Detroit 
and Cleveland brief presented as a basis the following 
summary of the rise in the cost of living for the last 
two years: 


Per Cent 
Increase Weight Product 
FOOG «ys oid dowerste adit 9 Noe ae eve cee 52 43.47 2,260 
Rent. i.os.0ccsises soon Cale Gea ae ren nee oo eta 20 1525 305 
Clothing >.< ra:sincnnce ves tana 5.2 ai es cerned 53 13.02 690 
waslade Gani cy idave GER sae: ahehek ole lon teh 5.69 176 
Sundries. «sila lscua sere aie onic ayaa 35 AP eR f 790 
Total weighted increase, 42.21 per cent. 100.00 4,221 


In commenting upon this table the brief states that 
the Railroad Wage Commission decided to adopt a fig- 
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DIAGRAM NO, 2—CLASSIFICATION OF RUNS ON TYPICAL CLEVELAND LINE UNDER PROPOSED WORKING CONDITIONS 


shall be calculated at time and a quarter for the first 
two hours, and at time and a half. afterward.” This 
overtime rate of time and a half applied to all time 
on Sundays and holidays. 


CLEVELAND PROVISION OF TIME AND A HALF FOR 
OVERTIME IS DEMANDED 


The employees in Detroit are asking the War Labor 
Beard to make the same overtime provision as already 
exists in Cleveland, namely: 


All motormen or conductors who are called upon to work 
extra trips or do other extra work in addition to the runs 
te which they are respectively assigned, shall be paid time 
and a half for all such time, and time and a half from the 
completion of their run to the starting time of the extra 
trip or extra work. Where a run has a swing of one hour 
or less, the motorman and conductor working such run shall 
be paid for such swings. (This does not apply to relief for 
dinner on two-swing runs.) ; 


In general, the employees allege, the trades such as 
machinist, carpenter, painter and the like have a basic 
day which is usually only eight hours long, and then 
receive double time for all: overtime. Electric rail- 
way employees are asking only time and a half after a 
day’s work of from nine to ten hours. Extra pay for 
overtime, it is said, is the logical way to force the 
standard day of reasonable hours with no work there- 
after. ; 

As for Sunday and holiday work, the Detroit and 
Cleveland men ask that it be established on a basis 
of not to exceed eight hours straight time in one day. 


ure of from 37 per cent to 38 per cent as representing 
the rise in the cost. of living for the United States as 
a whole for the two-year period from January, 1916, 
to January, 1918. It would, however, be natural now 
to expect a higher increase for the following reasons: 

1. The period used in the table is from May to May. 
In this period a greater increase took place in all the 
items (particularly clothing) with the exception of food. 

2. The figure for rent increase was taken by the 
Railroad Wage Commission at 10 per cent, which was 
the average they found for the country as a whole. 

They found the increase in what they called the ‘“‘EKast- 
ern Territory,” however, to be 15 per cent. 

3. What figures could be obtained on rentals in 
Detroit and Cleveland show that the figure for rent in- 
crease for those two cities is too low. 

4. In the words of the Railroad Wage Commission, 
the figure for the increase in clothing is low. 

With regard to a minimum wage expressed in dollars, 
the employees cited the finding of Dr. Chapin, pro- 
fessor of economics Beloit College, to the effect that 
an income of $900 or more properly permits “the main- 
tenance of a normal standard at least as far as the 
physical man is concerned.” Since his investigation in 
1907, however, the cost of living has advanced about 
75 per cent, which would give a living minimum wage 
of $1,575 upon the same standard of living. 

The desired hourly rate of 60 cents would give the 
following yearly incomes: 


July 6, 1918 


Hight hours per day; 300 days per year; income of.................. $1,440 
Eight hours per day; days per year; income of.................. 1,560 
Nine hours per day; 300 days per year; income of.................. 1,620 
Nine hours per day; 325 days per year; income of.,................ 1,765 
Ten hours per day; 300 days per year; income of.................. 1,800 
Ten hours per day; 325 days per year; income of.................. 1,950 


Thus, the employees state, at a rate of 60 cents an 
hour a man would have to work at least nine hours a day 
for 300 days a year in order to earn a wage of $1,620 
and save $45 above the $1,575 cost of living. If he 
wished to save more, as he should do, he would have to 
work either more days a year, or else more hours a day. 

Applying the increase in the cost of living during 
the last two years to the wage rates received by the 
men in 1916 gives the following results (only the 
maximum rates being considered) : 


Wages in 1916 Increase Result 
BG Wel be ae 2 i one nn aa 34 cents 42% 483 cents 
ICELOM CN Hes Fa hte oP e ele ete ttie ha eee wid ts Sn 35 cents 42% 49: cents 


If 5 cents is added for compensation for past hard- 
ships and another 5 cents for the increase expected 
during the coming year, the wage rate of 60 cents an 
hour, in the men’s opinion, then shows itself to be 
fair and reasonable. Moreover, this rate is asserted to 
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Upon the basis of the increased cost of specified items 
of expenditure in 1911, 1914 and 1917, as compared 
with the cost as ascertained for 1900 by the Bureau 
of Labor Statistics, the records for families with in- 
comes of $1,000 and under $1,100 would be: 


1900 1911 1914 1917 

(340 Families—Nine Months) 
Food. . A $349 eel $509 $764 
pa ose Wehaaeed devo eae re eckiner ccd 136 152 264 
eb ehe tae co cmian epics teeters 158 rt 209 251 
Fuck and Hghting, Bites = ale Ookton nies < 44 44 50 90 
Sundries. . ; ee ets 213 243 239 315 
Total sys; Haare oii: ane oe $900 $1,106 $1,159 $1,684 


Increase in 1917 over 1911, 52 per cent.; over 1914, 45 per cent. 


The average wage of the men involved in Chicago, 
it is said, is about $90 per month or $1,080 per year, 
and the comparison shows that it will take $1,684 a 
year to cover the present living cost on the basis of the 
1900 standard. This result is close to the figure of 
the Bankers Trust Company arising from a 50.9 per 
cent increase. Moreover, it is added, the April Monthly 
Review of the Bureau of Labor Statistics reports the 
average family budget for twenty-four principal cities 
in this country to be $1,650. 
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be below the going rate for skilled labor, in which 
class the employees place themselves because of their 
exercise of skill and assumption of responsibility. 


SPECIAL DATA ABOUT CHICAGO 


From the brief filed by the union men in the cases 
of the Chicago Surface Lines and the Chicago Elevated 
Railways it appears that the surface trainmen are 
receiving from 30 cents an hour for the first three 
months .up to 39 cents an hour for the fifth year and 
thereafter; the elevated motormen, 41 cents an hour; 
_the elevated conductors 34 cents an hour and the guards 
31 cents an hour. 

On the basis of tables prepared by the Bankers Trust 
Company, New York, to show the proper percentage 
_of the salary of employees to be paid as a bonus to 
offset the increased cost of living, it is said that the 
surface and elevated employees who are receiving from 
-$900 to $1,199 are entitled to an increase of from 50.2 
- per cent to 50.9 per cent, while those receiving less 
than $900 are entitled to a raise of more than 48.4 
per cent. This, it is stated, does not take into con- 
sideration the increase in the cost of living since Decem- 
ber, 1917. 


In the course of the hearings John Fitzpatrick, of 
the Chicago Federation of Labor, stated that the gen- 
eral rate of wages specified for 1917 in the building 
trades of Chicago was 70 cents an hour; for 1918 the 
rate has been increased to 80 cents with one or two 
exceptions. In his opinion, this gives the closest basis 
for considering the rate of wages which should apply 
to electric railway operation in Chicago. Mr. Fitz- 
patrick said that the pauper budget established by the 
United Charities of Chicago was $1,000 for a family 
of five. Provision for insurance and other necessary 
items not included would increase this amount by $108. 
Even the pauper budget itself, however, would require 
2 wage rate of 46 cents an hour. 


CLEVELAND RAILWAY PROTESTS AGAINST EXCESSIVE 
INCREASE 


The Cleveland Railway, as noted in last week’s issue, 
concedes that its employees are entitled to an increase 
in wages because of the sudden and unexpected rise 
in the cost of living, but it can find no excuse for 
the men demanding a raise to 60 cents an hour, or 
71 per cent, at this time. Motormen and conductors 
are not skilled employees, in the sense in which the 
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term “skillful” is commonly used, for only a few days’ 
training is needed to enable one to perform the duties. 
The work is not difficult—it is, in fact, much easier 
than almost any other unskilled employment. On the 
other hand, the work is attractive and continuous, not 
being affected by weather conditions as are the building 
and many other trades. 

At the suggestion of the War Labor Board the Cleve- 
land Railway collected the data shown in the accompany- 
ing table bearing upon the wages paid and increases 
made in other lines of employment. This table shows 
that the railway, between March 1, 1910, when it 
resumed the operation of its railroad after the receiver- 
ship, and May 1, 1917, when its last wage agreement 
with its motormen and conductors was made, advanced 
wages 41 per cent, while the average increase in the 
other occupations, including the advances of June 1, 


COMPARATIVE WAGES AND INCREASES IN CLEVELAND 


Cents per Hour Per Cent 
Employment 1910 1918 Increase 

Electric railway men.:............2+5.2-.- 24 35 41.0 
BYIGKIGVOERB, Oh arose. alte hd I eas hasta 60 90 50.0 
Eron-WoOr Kenan kidale 07 een es eee eek 60 90 50.0 
Lithorgvetentetes jas ore ee Ce cae Lees 56t 85 51.1 
Plomboers see serscrs siete od seer interenta a Meets 563 814 43.8 
PLEAMA Ciera. Merce ow eielelr ine sciences ee 56} 814 44.4 
CABPORUETAT Gticis cae asoit reintave steps hares aaateyeteher 45 0 77.8 

Hoisting etivivieers=..dxsoce teense eee 85-90 88.9-100 

Building laborers, § ison eis eelee eis 2 eee 25-35 55 57. 1-120 
Pipetitters aes seas oe ae Ss aie ic ales che 45 70 oe ae 
Painters getter ove Code acon hos Menticats re 423 67% 58.8 
Stoneduttersiges cc cereel ew vais tte cioauae a caret 564 774 37.8 
A VOTRE a» whe bins shee slits Foreretadincles 48.29 77.50 60.49 


1918, has been 60 per cent. 
to trainmen over the average wage of 24 cents an hour 
that they were receiving in 1910 before the company 
resumed possession of its property would bring the 
average wage now to 38.4 cents. The same advance over 
the average wage paid June 1, 1910 (25 cents an hour), 
would give them now 40 cents. 

If the same increase in wages were granted to the 
employees of the Cleveland Railway, as was recently 
allowed to the steam railroad men, conductors and motor- 
men who on Dec. 31, 1915, received 29 cents an hour 
would be raised to 41 cents an hour, and those who 
then received 32 cents an hour, the maximum then paid, 
would be advanced to 454 cents an hour. The company 
believes, however, that a smaller advance should be 
made to its trainmen than to steam railroad men. 

Bradstreet’s “Weekly Food Index” for each week 
_of this year and each corresponding week of 1917, 
indicates an average advance in the prices of thirty-one 
foods of less than 20 per cent over last year. It indi- 
cates also a gradual decrease in rise in prices since 
the beginning of 1918. The percentage increase of 35.34 
for the first week in January, 1918, as compared to 
the same week in 1917, has gradually dropped to 8.61 
for the last week reported in June. 

In the matter of changes in working conditions, the 
Cleveland Railway objects that several hundred more 
men would be required to follow out the men’s demands. 
It is even now difficult to find enough men to operate 
the railway properly. 

Diagzam No. 1 shows the number of cars necessary 
to give the service required by the city on a typical 
line and the present arrangement of runs to operate 
these cars. Diagram No. 2 shows the same line, with 


An advance of 60 per cent. 


the runs rearranged as proposed by the union. Com- 
parison of the two shows the enormous increase in the 
number of short runs and in men required. 

The total number of men now working eight hours 
is 1951. Under the proposed scale the number of men 
working eight hours would be 1385; that is, 566 men 
who are now working eight hours would have to be 
satisfied, under the proposed arrangement, with some- 
thing less than eight hours. The total number of men 
now working less than eight hours is 423, which number, 
under the proposed schedule, would be increased to 
1844. That is to say, 1421 additional men would be 
required to work less than eight hours. 

The number of men now operating three typical 
lines is 350. The proposed arrangement would require 
476 men to do the same amount of work. For the 
entire system 2374 men are required to operate the 
present schedule. Under the new arrangement 855 ad- 
ditional men would be required—an increase of 36 
per cent—to operate the same number of car-miles. 

Under the present arrangement, the company has now 
a five-hour minimum; that is, a man is paid for at 
least five hours if he works at all. At present the 
company is required to pay each year for 179,819 hours 
for which it has received no service. The proposed 
arrangement of runs would increase this “dead” time to 
462,134 hours a year, for which the company would 
be required to pay the full wage without receiving 
any service. At the present wages this would require 
an expenditure of $161,746. If the maximum demand 
as to wages were granted, it would cost the company 
$277,280 a year for “dead” time alone. 

During the hearings F. H. McCulloch, Evanston, IIL, 
testified that the 10-mile Evanston Railway is paying 
38 cents an hour, or about $120 a month. The police- 
men, firemen, drivers of coal trucks, drivers of milk 
wagons and all men performing service similar to that 
of electric railway men are receiving at least 20 per 
cent less. The company has more applicants than it 
can take into service. Small lines of this sort should 
not be overlooked in the general wage discussion. 


CURRENT OPINION IN WASHINGTON 

Newspaper reports that the War Labor Board will 
hand down its wage decisions in the near future are 
not subject to confirmation in Washington. It is stated 
to the Washington correspondent of the ELECTRIC 
RAILWAY JOURNAL at the office of the board that there 
are so many reports and briefs still to be considered 
that some time may elapse before decisions are reached. 
Mr. Taft has taken much of the material to his sum- 
mer cottage at Murray Bay, Canada, where he purposes 
to work further before decisions are announced. 

In official as well as electric railway circles in Wash- 
ington it is believed that President Wilson will soon 
appoint an electric railway administrator because of the 
necessity of giving assistance under a strong guid- 
ing hand to the electric railway industry as a war 
measure. The appointment may be made at any moment. 
On the other hand, there may be a delay because of the 
continued absence of the Director General of Railroads 
from the city. There is a disposition in official circles 
to doubt recent newspaper reports that Peter Witt, 
Cleveland, will be the appointee. 
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Five Cent-Seven Cent Fares for Pittsburgh 


An Analysis of Conditions Shows This to Be the 
Most Equitable Arrangement — Outbound Pas- 
sengers Pay as They Leave, While Inbound Pas- 
sengers Pay as They Enter 


N JUNE 20 the Pittsburgh Railways superseded 

the former 54-cent fare which has been in effect 

since Jan. 22 last by inaugurating a 5 cent-7 cent 
fare. This is a combination of a flat rate and a zone 
system and is believed to combine the good points of 
each class of rates. 

The 53-cent fare placed in effect last January included 
the use of tickets sold either two for 11 cents, or ten 
for 55 cents. If a cash fare was paid the amount was 
6 cents, and if a dime was given and pennies were not 
available for change, a 4-cent rebate coupon was given. 
This system was explained in the ELECTRIC RAILWAY 
JOURNAL of Feb. 9, page 278. 

During the past months the majority of the car riders 
have availed themselves of the 54-cent fare by purchas- 
ing tickets, but the greater number bought the two- 
for-1l-cents tickets instead of the longer strips, in spite 
of the fact that they used the cars every day. The 
sale of tickets in such small quantities was found to 
cause great inconvenience to the conductors. 

The number of persons traveling on the cars has de- 
creased about 8 per cent during the past four months 
as compared to the same period last year. The com- 
pany attributes this decrease in part to the large num- 
ber of young men who have gone into military service 
and who were formerly in the habit of using the cars, 
especially in the evening; in part to the natural in- 
stinct of persons to economize during this time of 
necessary sacrifice, and, in part, but of less importance 
than the other factors, to the 4-cent increase in fare. 
In consequence of this decrease in travel, the increase 


FIVE-CENT STREET CAR FARE ZONE 


The accompanying map shows the Manner in which the Pittsburgh Ratlways Compan) has divided 
the city into five and seven cent fare zones The central part of the city is made a zone and a ride any- 
where inside of it costs five cents Much the larger part of the city is made a seven cent zone A ride 
anywhere within it, or a ride {rom any part of the five cent zone into It, costs seven cents. Unless or- 
dered otherwise by the Public Service Commission, which does not seem probable, the new system will 
go into effect tomorrow morning All of the city of Pittsburgh not shown in this map {ts tn the seven 
cent zoné The limits or the territory included in the five cent zone are shown 


REPRODUCTION OF NOTICE WHICH APPEARED IN 
PITTSBURGH NEWSPAPERS 


5-CENT 
TO RIDE IN OUTSIDE AREA FARE IS 7 
CENTS AND BEYOND SECOND LINE 


CENTRAL AREA REPRESENTS PITTSBURGH’S 


ZONE. 


ANOTHER 7 CENTS 


in revenue resulting from the 54-cent fare has been little 
more than 2 per cent. It therefore became necessary to 
obtain a further increase in fares, and various methods 
were proposed and analyzed. It was determined that it 
would take at least 7 cents, if a uniform fare was 
charged, to insure proper street car service. 

The inequalities of a flat fare have been appreciated 
by the railway industry from time immemorial. The 
Pittsburgh Railways analyzed one of its typical lines to 
determine the extent of this discrimination. It was 
found that based on the car-miles and passenger-miles 
per day in each 1-mile zone between Pittsburgh and 
Wilkinsburg the amount of fare that would be paid at 
the average rate of fare then in effect, if each passenger 
paid according to the distance he rode and according to 
the number of passengers on the car in each mile zone, 
would be as follows: 


Bir stiri leerdepere ere aces cece ten 1.49 cents 
: Second milel“wee aoe eee 1.50 cents 
TEDIEG Wiblencpesres ek weiss ceo 1.60 cents 
Fourthemilew sen. chic ae cre axes os 1.63 cents 
Bitthtmileeewe rte oe eee ores oe 1..5 cents 
Sixthtintletrsercs swe 5 on loveeume ieaers 2.15 cents 
Seventhemilec arte one cca cieteneisistetans 38.99 cents 
iash: Sartore ets: ery eae ete « 6.60 cents 


In place of this, however, the man riding 1 mile and 
supposedly entitled to a rate of 1.49 cents was paying 
for the passenger who rode the longer distance. On 
the other hand, a true zone system was considered 
impracticable for a city the size of Pittsburgh. 
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DIVISION No. 1—ALLEGHENY—Continued 


FARE 
ROUTE a alee oe on FARE GOOD BETWEEN 
NUMBER AND NAME Day Night 


110 Charles St. Transfer *Tcents® | 10 cents® | Perrysville & Taggart and Taggart & Irwin, 

5 cents® 
*7 cents@) 
*7 cents 


5 cents® 


10 cents) | City Loop and Gardner Bt. 
111 Troy Hill... 10 cents’) | City Loop and City Line, Troy Hill. 
10 cents@) | Gardner St. and City Line, Troy Hill. 


‘ 
111-A Lowrie & Gardner City Loop and Lowrie 4 Gardner. 

10 cents) | City Loop and Pennsylvania & Boaver, 

10 cents(A) | City Loop and Manchester Barn. 

10 cents(’) | Pennsylvania & Beaver and Manchester Barn 


5 cents 
*T cents) 
+7 cents) 


112 Reedsdale St 


10 cents® | City Loop and Pennsylvania & Beaver. 
10 cents) | City Loop and Manchester Barn. 
10 cents | Pennsylvania & Beaver and Manchester Barn. 


5 cents) 
*7 cents) 
*T cents) 


114 Weatern Ave. 


6 cents) 
*7 cents) 
*7 cents) 


10 cents@ | City Loop and Columbus & Fulton. 
10 cents‘) | City Loop and Brighton Road & Woods Run Ave. 


115 Woods Run... y 
10 cents(x) | Columbus & Fulton and Brighton Road & Woods Run Ayo, 


(Via Union Line.) 
6 cents® 


1116 Baseball Loop City Loop and Exposition Bal! Park 


$118 Exposition Transfer... ... 5 conta) City Loop and Exposition Bulldings 
122 Shadeland & Superior 


Transfer *7 cents@: | 10 cents@ | Shadeland & Brighton Road and Superior & California. 


123 Spring Hill . Bcents® | 10 cents@'| Onio & Chestnut and Buente St., Spring Hill 
10 cents® | Lacock St. Loop and Lanark 4& Finoviow, 

10 cents({) | Lacock St. Loop and Perrysville & Taggart. 
10 cenmts(4) | Lanark & Fineview and Lacock St. Loop. 

10 cents) | Lafayette St. and Lacock St. Loop. 


6 cent#®) 
*7 cents) 
“7 cents) 

5 cents® 


125 Fineview 


City Loop and Steps near Suffolk St 
City Loop and Evergreen Road. 
Steps near Suffolk St. and Evergreen Roaa. 


5 centa) 
*T cents) 


126 Harmony Route » 
@. *7 cents) 


R. Co, fare only.) 
5 cents) 


127 Crosstown 5th & 6th Aves. and North Ave 


tOperated only on special occasions. 


DIVISION No. 2—WEST END 


Cit¥ Loop and Halfway Stop between Corliss and Steuben Sts. 

City Loop and West Park Loop 

Halfway Stop between Corliss & Steuben Sts. and West Park 
Loop 


10 cents® 
10 cents 
10 cents 


6 conts®) 
*7 cents) 
*T cents) 


201 West Park 


10 cents@ | City Loop and Main & Wabash 

City Loop and Bell School 

Main & Wabash and Bell School 

Main & Carson and 4th Avo. Loop, Carnegie. 


5 centati) 
+7 cents(,) 
*7 cents) 
*7 cents) 


202 Carnegie 
10 cents 


203 Heidelberg *7cents® | 10cents | Carnegie Barn and End of Line, Heidelberg 

10 cents@ | City Loop and Halfway Stop betwoen Corliss and Steuben Sts. 
10 cents City Loop and Main & Carson. 

10 cents(i).| Halfway Stop between Corliss & Steuben and Main & 


Carson. 


207-4 Shoridan-Ingram-Crafton] * 
(Vin Sheridan.) 


City Loop ana Main & Wahesh 
City Loop and End of Line, Thornburg. 
Main & Wabash and End of Line, Thornburg 


10 centsx 
10 cents 
10 cents® 


206 Crafton & Thornburg 
*T cents) 
205-A Thornburg Shuttle *Tcents@ | 10 cents Thornburg Jct. and End of Line, Thornburg 

5 cents @® 
*7 cents) 
_|_*7 cents 


10 cents@ | City Loop and Main & Wabash 
10 cents, City Loop and Batley Ave. & Castile Shannon Incline. 
10 cents) | Main & Wabash and Bailey Ave. & Castle Shannon Incline 


206 Mt. Washington 
(Via West Bnd.) _ 


@Indicates advance or increase in rate. 

Indicates reduction or décrease in rate. 

“This fare may be pald by ticket, which will be sold only in quantities of eight for 55 cents. A rebate slip will be attachea 
to each strip of eight tickets, which will entitle the owner thereof to any rebate which the Company or the Receivers may be 
required to make on account of the increased rate. A rebate slip will also be given upon payment of Increased night fare 

NOTE:—Increase in rate shown in heavy face type. : 
NOTE:—Extra Trippers are operated on these divisions at certain times,the regular fare over the route or portions thereof 


traversed being collected. s 


PAGE OF TARIFF SCHEDULE. (NOTE: NIGHT FARES 
HAVE NOT BEEN PLACED IN EFFECT) 


To obtain a more equitable assessment upon the car 
rider than the flat-rate system provides, and at the same 
time to eliminate the inconsistencies of a true zone sys- 
tem of collection, Pittsburgh has been divided as shown 
on the map on page 15. All persons who ride within 
the limits of this central 5-cent area pay a 5-cent 
fare—a reduction of 4 cent over that paid since last 
January. All persons who pass from the 5-cent to the 
7-cent area, or vice versa, pay a fare of 7 cents. Also, 
all persons who ride entirely within the 7-cent area pay 
a 7-cent fare. The 5-cent area varies in radius from 2.2 
miles to 3 miles and depends upon natural boundaries 
and local conditions for the dividing line. 

The 5 cent-7 cent system of collection is very simple. 
All passengers boarding the cars in the downtown dis- 
trict pay as they leave the cars. 
ing through all doors and greatly facilitates the main- 
taining of faster schedules during the rush hours. 
If a passenger leaves the car within the 5-cent area, 
he pays a nickel; if he leaves after passing the boundary 
of this area, he pays 7 cents. If a passenger 
transfers inside the 5-cent area to a car which 
will carry him into the 7-cent area his trans- 
fer bears such a mark of identification that the 
second conducter collects 2 cents upon presen- 
tation of the transfer. All passengers boarding 


This permits load-. 


Car Miles for 5 
Revenue for each 


euch Mile Zone * $100,92 }| $100.92 | $100.92 | $100,92 | s100.02 | $100.92 | $100.92 
Number of Passengers 

Riding a Mile in 6738 6729 6319 6200 5774 

each Mile Zone 


be operated at a time, and when the car is passing from 
one fare area to the other the conducter has to go for- 
ward in the car and change certain mechanisms, an 
operation which would be noticeable to the passengers if 
performed other than at the proper time. Thus both 
error and dishonesty are eliminated. ; 

On May 18 the company issued a schedule of rates 
and fares for Pittsburgh and surrounding territory in 
the form of a twelve-page pamphlet giving detailed 
information concerning fares, tickets, rates for special 
cars, etc. A page from this tariff is reproduced here- 
with, but it should be noted that the night rate of 10 
cents has not been put into effect. 

The new system of fares upon inauguration worked 
without friction. Passengers understood and paid the 
correct fare without question. Tickets are being sold 
eight for 55 cents, and it is expected that the majority 
of patrons living within the 7-cent area will avail them- 
selves of these, both for convenience and economy. The 
only complaint which has been received concerns the 
passenger who rides a short distance entirely within the 
7-cent area. It it understood by all railway men that 
it is the outlying end of a line that produces a deficit 
in receipts, and it is only fair that a passenger should 
pay for the service he receives. As both the value and 
the cost of the service in this section are greater than 
in the business district, the price should be corres- 
pondingly greater. Aside from this, the answer to this 
criticism is that it was a choice between a 5 cent-7 
cent fare or a universal 7-cent fare, so the suburban 
patron would pay 7 cents in either case. 

It is estimated by the Pittsburgh Railways that the 
5 cent-7 cent fare will increase the revenue of the com- 
pany to $16,300,000. Figures substantiating or refut- 
ing this estimate will be available at a later date. 
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Skip Stop Will Save One Million Tons of Coal 


Wastefulness of Every-Corner Stops Shown by Simple Com- 
parisons — Fuel Administration Greatly Interested in Reform 


By CLARENCE RENSHAW 


Conservation Division, United States Fuel Administration 


N THE TRAIN of troubles which the scarcity of fuel 

and other war conditions have brought to the electric 

railways, there is one bright spot. This is the grow- 
ing recognition of the inconsistency of requiring the 
cars to stop at every street corner, regardless of whether 
these corners are located 100 or 1000 ft. apart. 

On the electric railways of most cities there have 
heretofore been from twelve to fifteen stopping places 
per mile, averaging, in general, probably 400 ft. or less 
apart. The cars used on these lines are, in most cases, 
at least 40 ft. long, so that there is usually a stopping 
place about every ten car lengths. Where trailers or 
multiple-unit cars are used so as to give two-car trains, 
there is then a stopping place about every five lengths. 


WHAT THE SKIP SToP MEANS 


This is startling in a way, but the real situation can 
be better understood by a simple comparison. The aver- 
age person has a length on the ground of about 12 in. 


or 1 ft. In walking he ordinarily covers about 24 ft. 
at each step. If in walking to reach a certain destina- 
tion he were obliged to come to a standstill every four 
steps and then start again, he would be operating on a 
basis comparable with the usual city street car. If he 
were obliged to stop every two steps, the conditions 
would then compare with those for a two-car train. 

If a railway manager will try stopping in this man- 
ner every four steps on his way to catch a train some 
morning, he will then have an interesting experience to 
discuss with the next electric railway official that he 
meets. 

There is another simple experiment he should try be- 
fore he undertakes to discuss this question, however, or 
he will not have the full story. He should go at a quiet 
hour when no one is looking, to the nearest building that 
is equipped with a revolving door and he should step in 
and out of this door, say, ten times. In doing this, he 
should not follow his ordinary habit of leaving the door 


Unitep States FueEL ADMINISTRATION 
WASHINGTON, D. C. 


Bulletin No. 1985 


SUGGESTIONS TO BE CONSIDERED IN ADOPTING THE 
“SKIP-STOP” SYSTEM IN ORDER THAT MAXIMUM 
FUEL SAVING AND REASONABLE IMPROVE- 
MENT IN SERVICE MAY BE OBTAINED 


In adopting the skip-stop system as a fuel-saving measure 
during the war, there are three fundamental principles which 
must be observed in order that the proper results may be 
assured. These are as follows: 


A. The system must be applied to the entire city, in- 
cluding the business district as well as the residence 
district, and not merely to the latter. 


_B. The stopping points must be located so as to serve 
the people to the best advantage rather than to se- 
cure uniform spacing or to follow any arbitrary rule. 
This may bring some of the stopping points on the 
near side of, the street, some on the far side, and 
some in the middle of a block. It is better, however, 
to have such a diversity, with the points properly 
located, than to have uniformity if convenience of 
location is sacrificed to secure this result. 


C. The number of stopping points must not be too great. 
There should be not more than eight per mile (aver- 
aging 660 ft. apart) in business districts, six per mile 
(averaging 880 ft. apart) in residence districts and _ 
four per mile (averaging 1320 ft. apart) in the open 
country. : 


The remarkable improvement in the service which has been 
affected in Washington by the skip-stop system has been 
largely due to the proper observance of these principles. 

In addition to the above, which may be regarded as 
fundamental, there are a number of other items which should 
be carefully considered in each case, but which, on account 
of local conditions, may or may not apply. These are: 

1. If the system is inaugurated gradually instead of all 
at once, it is preferable to put it into effecr first in the con- 
gested downtown districts where a number of lines con- 
verge and to make it apply to all of the lines in that district. 
This will effect an immediate improvement in service on all 
of the lines and will prepare the way for a greater improve- 
ment when the system is extended. 

2. The stopping points should be plainly marked, preferably 
by signs bearing the words “Car Stop’ or some similar 
designation which will be clear to anyone, rather than mere- 


ly by a colored stripe on the pole or other designation which 
is not self-explanatory. 

3. There should be a sign in each car giving a list of the 
points at which stops are made, where this is practicable, or 
where this is not practicable, calling attention to the fact 
that the car stops only at certain streets and suggesting that 
passengers find from the conductor the nearest stop to their 
destination. 

4. Where lines diverge, the stopping points should be lo- 
cated so that the stopping of cars of one line will not hold 
back cars of the other line. A typical instance is where 
one line continues on a given street while a second line 
follows the same route for a portion of the distance and then 
turns into a side street. In such a case if the cars of the 
first line stop in both directions beyond the point where the 
second line turns off and. if the cars of the second line stop 
in both directions on the street which they alone use, the 
above object will be attained. 

5. In many cases a staggered arrangement of stopping 
points, so that if the cars bound in one direction stop at First 
Street, Third Street, etc., those bound in the other direction 
will stop at Second Street, Fourth Street, etc., will distribute 
the advantages of the system in a more equitable manner 
among all of the patrons than an arrangement by which the 
ears stop at a given point in both directions and skip the 
next former stopping point entirely. There are other cases, 
however, where this arrangement is not practicable. 

6. In connection with the introduction of the skip-stop sys- 
tem the matter of safety stops should be carefully reviewed. 
There are many points.at which cars are now required to 
come to a standstill where equally safe operation can be ob- 
pened mere, by having them slow down to a speed of 5 or 

m. p. h. 

7. Where interurban cars enter cities, it is desirable that 
they should not be required to stop at every city car-stopping 
point (since such cars require much more power for starting 
than the city cars) but they should stop not oftener than 
every quarter mile. This can readily be arranged for by the 
use of special signs at the interurban car-stopping points. 

8. By observing the above policies it is ordinarily pos- 
sible, when introducing the skip-stop system, to reduce the 
number of stopping points on city lines by from 30 to 40 per 
cent. This usually reduces the number of stops actually made 
by about 25 per cent. Under these circumstances. the 
schedule speed of the cars can, as a rule, be increased by 
from 10 to 12 per cent. (without any increase in the maximum 
speed) while at the same time the power required (and hence 
the fuel) is reduced by a corresponding amount. ; 

9. It has been more or less common, in introducing the 
skip-stop system, to begin with one or two lines and to 
reduce the stopping points only in the outlying sections, mak- 
ing all stops as usual in the business district. Such an 
arrangement does not give satisfactory results from the 
standpoint of either fuel economy or improvement in service. 
It is in the effort to avoid the introduction of the system 
on such a basis in any future cases that we are calling 
especial attention to the above principles which it is neces- 
sary to follow in order to secure the desired results. 
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spinning carelessly behind him as he goes in or out, but 
he should carefully stop it each time he passes and should 
start it again on his return trip. He should then go in 
and out another ten times, but during this period he 
should start the door once for all. He will find that 
a very light touch each time he passes will keep the door 
turning rapidly and he will be surprised at the difference 
in effort necessary to complete the series of enterings 
and leavings. 

He is now ready to be of service to his railway friends 
if the local fuel administrator has not reached them first. 
In discussing the matter, he will not need to talk “‘speed- 
time curves, “acceleration,” “kilowatt-hours,” or any 
similar technical terms to prove his point. If one of his 
friends should happen to be of the “‘old school,” now rap- 
idly disappearing, (i.e., all right from the shoulders 
down, but dead above them) and if the friend should 
pooh-pooh at his enthusiasm, he should not lose his tem- 
per but should remember how he felt last week. He 
should then, without unnecessary words, make his friend 
perform the above experiments for himself. 


WHAT THE FUEL ADMINISTRATION IS TRYING TO Do 


The United States Fuel Administration is confronted 
with the staggering task of reducing the coal consump- 
tion of the country by 60,000,000 tons per year. It must 
do this in ways which will not impose undue hardship 
on domestic consumers nor interfere with the produc- 
tion and transportation of material necessary for the 
war. It is the aim of the administration to save one of 
these sixty million tons by getting the electric railways 


throughout the country to introduce the skip-stop sys- 


tem on their lines. This idea was suggested to the Fuel 
Administration last winter by the American Electric 
Railway Association War Board which, as a means of 
illustrating the possibilities, had a study made in Wash- 
ington which showed that the skip-stop system there 
should save approximately 10,000 tons of coal per year. 

The results which may be looked for in general from 
this system are that, if properly applied, it should make 
it possible to increase the schedule speed of the cars by 
approximately one-eighth without any increase in the 
maximum speed, while at the same time reducing the 
power and hence the fuel consumption by a similar pro- 
portion. As an example of what has actually been ac- 
complished the railway companies in Columbus, Toledo, 
Cincinnati and Detroit have reported savings in coal by 
the skip-stop system at the rate of 3600, 7300, 10,000 
and 21,000 tons per year respectively. 


How THE SKIP STOP SHOULD BE INTRODUCED 


To obtain these results as to saving in fuel and at the 
same time to improve the service, it is essential that in 
adopting the skip-stop system it should be put into ef- 
fect in the business district of a city, as well as in the 
residential districts. It is also important that the stops 
which are retained should be located sufficiently far 
apart to make the change worth while. The Fuel Ad- 
ministration has asked that the stops be located so that 
the distances between them will average not less than 
4 mile in business districts, 4 mile in residential dis- 
tricts and ¢ mile in the open country. 

Finally, the administration has suggested that the 
stopping places retained should be located according 
to the needs of the traffic, rather than by any arbitrary 


rule, even though this should bring some of them on the 
near side of the street, some on the far side and some 
in the middle of short blocks. The administration has 
embodied these and other detailed suggestions in its 
Publication No. 1985, reproduced with this article. 

In many cities, the stopping places of electric cars are 
regulated by municipal authorities or state public utility 
commissions. In such cases, the necessary authority 
must first be obtained from these bodies before the sys- 
tem can be put into effect. The United States Fuel Ad- 
ministration has been taking up the matter with these 
bodies where necessary through the various state and 
county administrators, and when the matter has been 
properly explained these bodies have all been glad to 
co-operate. The general public also has cheerfully ac- 
cepted the skip-stop system, at first as a war measure 
necessary to save fuel, but afterwards on account of 
the improvement in service. 

My own experience in Washington illustrates the im- 
provement effected. Before the adoption of the system 
I could take a car at the corner of the cross street on 
which I lived and I then had a ride of about twenty min- 
utes. After the skip-stop system was put into effect, I 
had to walk one and a quarter minutes away from the 
city to the nearest stopping point, but after boarding the 
car here I had a ride of only twelve or fourteen minutes. 
The conditions in Washington are peculiar, however, and 
there are few other places where so great a percentage 
increase in speed can be expected. In every instance, 
however, there should be a material improvement from 
the adoption of the skip stop. 


ONE MILLION TONS SAVING POSSIBLE 


In endeavoring to secure the adoption of the skip-stop 
system throughout the country as a conservation meas- 
ure the Fuel Administration assumed from the start 
that it would have the hearty co-operation of all of the 
railway companies so that it need devote its efforts only 
to the public bodies. This, in general, has been the case. 
There are a number of companies in various parts of the 
country, however, whom the news of the movement has 
not yet reached, as well as a few which have not appre- 
ciated the importance of carrying out the details of the 
measure to the full extent asked by the administration. 

Inasmuch as the skip-stop system will effect the de- 
sired saving in coal, not only without handicapping the 
service but with the actual improvement, and thus with 
benefit both to the public and the railway companies, it 
is an extremely unusual and desirable type of conserva- 
tion measure. While the administration is endeavoring 
to secure the adoption of the system on a national basis 
as quickly is possible, it will appreciate anything which 
railway: men themselves can do to assist it in spreading 
the news of the movement or in securing the prompt 
adoption of the system. 

The measure is in effect or is about to be put into 
effect on a state-wide basis (that is, in all cities of the 
state of sufficient size to warrant it) in Massachusetts, 
Rhode Island, Connecticut, New Jersey, Delaware, Penn- 
sylvania, Maryland, Indiana and the District of Colum- 
bia. In addition to this, it has been adopted in twenty- 
two large cities in other states. It is estimated that the 
above cities cover about one-third of those necessary to 
secure the desired saving of 1,000,000 tons per year and 
that the remainder will fall into line in the near future. 
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Power Limiting Circuit Reduces Load a 
Maximum of 30 per Cent 


HE contract under which power is supplied for 

the operation of the electrified divisions of the 
Chicago, Milwaukee & St. Paul Railway involves a 
minimum payment per month of 60 per cent of the 
kilowatts for which the railway company has exercised 
an option, the power company standing ready to serve 
at any instant the number of kilowatts so optioned 
for. It thus becomes highly desirable for the railway 
to be in a position to hold its maximum demand down 
to a minimum—in other words, to run at as high a 
load factor as possible. The power indicating and 
limiting system for securing this result consists of a 
1200-volt circuit running from the first to the last 
substation, and fed from a very small motor-generator 
in the load dispatcher’s office. In each substation where 
there is a power company feed tap, there is installed 
a contact-making wattmeter, which introduces into the 
power indicating and limiting circuit an additional 
ohmic resistance whose amount varies with the load 
supplied at such feed tap. 
There is also in each sub- 
station automatic apparatus 
which, when the total kilo- 
in the system 
reaches the amount optioned 
for and consequently when the 


Articulated Cast Manganese Crossing with 
Renewable Centers 


INCE the description of the plain articulated cast 

Manganese crossing, in the issue of the ELECTRIC 
RAILWAY JOURNAL for Jan. 26 was published, the inver- 
tor, Stephen Balkwill, president The Balkwill Manganese 
Crossing Company, Cleveland, Ohio, has secured 
patents on a renewable center crossing. The general 
principle used in this crossing is the same as that under- 
lying the earlier one, but the new crossing has renew- 
able centers, flexibly supported, around which the other 
parts of the articulated crossing are assembled. The 
details of construction are shown herewith by a number 
of line drawings. 

Fig. 1 is a general assembly plan of a right-angle 
crossing of the new type, while Fig. 2 shows the separate 
pieces ready to put together. A complete crossing con- 
sists of four U-shaped pieces, like A, four corner pieces 
like B, four centers like C and four angle bars on knee- 
braces like D, together with chrome nickel or vanadium 
heat-treated steel bolts for fastening all together. 


current in the power indicat- 
ing and limiting circuit has 
a certain value, causes resist- 
ance to be inserted in the fields 
of the substation generators 
of the motor-generator sets. 
This reduces the voltage on 
the trolley system, causing the 
speed of all trains to be de- 
creased. 

The maximum reduction 
in load thus obtainable is 
about 30 per cent of that 
which would be used in case 
the power indicating and lim- 
iting system were not provid- 
ed. The apparatus is so ar- 
ranged as to-reduce the volt- 
age of the most heavily loaded 
substations first, and also to 
reduce the voltage of any 
individual substation so as 
to throw this load on the 
other substations when the 
load on such _ substation 
reaches the certain amount 
for which the apparatus may 
have been adjusted. In the dispatcher’s office there is 
a switchboard on which is mounted apparatus for con- 
trolling the small motor-generator set supplying the 
system, and also indicating and curve drawing watt- 
meters which show for any instant the total kilowatts 
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supplied by the power company. 


This work, like other electrical features of the 
St. Paul electrification, is in immediate charge of R. 
Beeuwkes, electrical engineer. 
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AN ARTICULATED TRACK. CROSSING WITH RENEWABLE CENTERS 
Fig. 1—Plan of right-angle cast manganese crossing 
Fig. 2—Separate parts of crossing represented in Fig. 1 
Fig. 3—Plan of right-angle crossing with rolled rail guards 
Fig. 4—Parts of crossing represented in Fig. 3 


In the drawings a number of cross-sections have been 
reproduced in order more clearly to show the con- 
struction. It will be noted that cross-sections b and 61 
are stated to be optional. The only difference between 
the construction as indicated in the two sections is that 
in b the two pieces forming the section at this point 
are directly connected together. In the alternative con- 
struction shown in section b1 a filler block or separator 
is used between the two main pieces, which are recessed 
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to receive it. The former construction is slightly more 
substantial but the latter construction can be used, if 
desired, in order to simplify the grinding operation in 
fitting the parts together. 

The feature of particular interest in this crossing, 
aside from the renewable character of the centers, is 
the arrangement of projections and recesses by means 
of which the several parts of the crossing are keyed 
or interlocked intimately and yet a certain amount of 
flexibility is provided. Projections, or tongues, are pro- 
vided on the corner pieces which fit into recesses or 
grooves in the limbs or guard arms of the U-members. 
Both U-members and angle members are recessed to 
receive projections or tongues on the sides of the 
centers. All joints are a ground fit, manganese to man- 
ganese, no spelter being used. This plan is particularly 
applicable for combination steam and electric railway 
crossings, when one flangeway is deeper than the other. 
The same crossing body is used for all depths of flange- 
way and the renewable insert is made with any com- 
binations or depths of flangeways as desired. All of 
this is clearly brought out in the cross-sections. 

In some cases it is found desirable to use rolled 
rail guards, which can be done as shown in Figs. 3 and 
4, This makes one extra set of four pieces, but some- 
what simplifies the U-shaped castings. Exactly the 
same principle applies here as in the construction 
already described. 

More than twenty railroads are using the plain articu- 
lated crossings of which many score have been installed 
during the past year. 
pany that the new type will prove popular with electric 
railways in replacing the older types of crossings having 
renewable centers held in place with spelter. 


Factors Affecting Arc Welding 


HE arc welding process of repairing broken parts 
and fabricating new construction has been well 
known to railway repair shop men for a number of years. 
All the problems incident to the process, however, have 
not been solved. They still offer fruitful fields of en- 
deavor for both the chemist and metallurgist. A recent 
investigation of the welding of mild steel by O. H. Esch- 
holz, of the research engineering department, Westing- 
house Electric & Manufacturing Company, has thrown 
some new light on these problems. 
Of the various are welding processes the one in which 
a metal rod acts both as electrode and weld filler has the 
widest use. With this process the filler rod automatic- 
ally attains the melting temperature and is deposited 
in a molten state on the hottest section of the weld. 
When, in the course of making a weld the metal elec- 
trodes are separated, an arc is formed having a highly 
luminous central core of iron vapor surrounded by a 
flame of oxides. In order to prevent excessive burning 
of the iron, the arc must be screened from local air cur- 
rents as much as possible. This makes it necessary that 
the welder manipulate the electrode in such a manner 
that maximum protection by envelopment of the arc is 
secured. The best way of doing this is by the use of 
a short arc.and the proper inclination of electrodes to 
compensate for air currents. The use of a short arc 
also promotes the fusion, concentration:and economy of 
electrode deposit as well as gives it freedom from poros- 


It is the expectation of the com-. 


ity and reduction in the area affected by heat treatment 
due to the arc. With long arcs the arc flame cannot be 
controlled so that it becomes impossible adequately to 
protect the deposited metal from oxidation. The ex- 
cessive porosity often found in welds, in the process of 
making which the are was broken, is largely due to this 
cause. In general the action of the atmospheric gases 
is to refine the vaporized metal. As the field of applica- 
tion of the welding process widens, a method of securing 
better control of the weld ingredients appears more and 
more desirable. The use of a refractory tube or asbestos 
coating has been suggested. However, the difficulty of 
electrode manipulation is increased thereby to a pro- 
hibitive degree and excessive quantities of slag are 
formed and unavoidably imbedded in the weld. Better 


possibilities appear to lie in the development of an ~ 


electrode which generates during operation an atmos- 
phere of permanent gases enveloping the arc. 

The fusion obtained at the weld surface and in the 
body of the filler is determined by the scarf angle, arc 
current and electrode diameter as well as by arc length. 
When the abutting sections of the material to be welded 
are inclined at too sharp an angle, the bottom of the 
weld is inaccessible and good are contact is prevented. 

The best results are secured when arc currents rang- 
ing from 20 amperes for a ;%;-in. electrode to 200 am- 
peres for a ;',-in. electrode are used. Porosity and in- 
complete fusion often result from welding with too low 
an are current. The amount of slag formed and re- 
tained by the weld is dependent upon the cleanliness of 
the electrode and the manipulation of the are flames 
to minimize oxidation, 

Surface inspection of completed welds is an unsatis- 
factory check on the weld’s characteristics. Observa- 
tions, or preferably an automatic record of the arc volt- 
age and current and electrode manipulation during 
welding, permit the formation of a better estimate of 
the finished product. 


Pitting Overcome by Insulating Bearings 
from Their Shells 


ROUNDS and weak insulation are given as the 
cause of bearings becoming pitted by T. A. Borden 
of the engineering department of the Hydro-Electric 
Power Commission of Ontario, and another engineer 
claims that eddy currents are set up in the iron of 
the armature structure by short-circuited laminations. 


‘Both of these engineers agree that the best way to 


remove the trouble is to insert thin sheets of insulating 
material between the bearing shells and their housing 
in order that the stray current-circuit may be broken. 

Referring to a previous 'experience, Mr. Borden 
states that in one case a brush was placed at one end 
of the shaft of a motor-generator set to reduce the 
sparking, on the journals and oil rings. 
with the sparking at that end, but greatly increased 
the sparking on the other journal. With a brush placed 
at each end, the current was so great that the brushes 
were heated to an excessive temperature. Further 
experiments showed that this current had a value of 
several hundred amperes when measured either with a 
shunted d’Arsonval type meter or with an induction-type 
instrument through a series transformer. 
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LETTER TO THE EDITORS 


Proper Designation for Pipe 


NATIONAL TUBE COMPANY 
PITTSBURGH, PA., July 1, 1918. 
To the Editors: 

We have noticed of late a number of references to pipe 
in editorial columns of the business papers, somewhat 
as follows: ‘“Wrought-iron pipe was used in the steam 
lines.” “This device was made from ordinary wrought- 
iron pipe, ete.” 

_ We should like to point out that there are three proper 
designations for pipe, as below: 

Wrought Pipe. This is the generic term for steel or 
iron pipe. The average dealer in pipe refers to himself 
as a “dealer in wrought pipe.” This means that he sells 
both steel and iron pipe 

Wrought-Iron Pipe. This means just what it says, 
namely wrought-iron pipe, the product of a puddling 
furnace. This product comprises about 10 per cent of 
the wrought pipe made in this country. 

Steel Pipe. This also means exactly what it says. 
Steel pipe comprises about 90 per cent of the present 
output of wrought pipe in this country. 

Because wrought-iron pipe was the original pipe many 
people still refer to ordinary pipe as “wrought iron,” 
whereas “wrought pipe” is the proper term. In the or- 
dinary article referring to this product the chances are 
ten to one that the product is steel pipe, but in the ab- 
sence of definite information the proper term is 

“wrought pipe.” The term “wrought-iron” pipe is dis- 
tinctly erroneous. 
W. L. SCHAEFFER, Advertising Department. 


Individual Contracts Forbidden 


HE National War Labor Board has just handed 

down a decision which should be of interest to 
many electric railways. It is to the effect that the 
General Electric Company shall eliminate individual 
employment contracts at its plant at Pittsfield, Mass. 
At the same time the board turned the entire contro- 
versy at Pittsfield over to William H. Taft and Frank 
P. Walsh, the joint chairmen, as a section of the board 
with instructions to establish a just system of col- 
lective bargaining between the company and the men. 
The decision is the first of its kind made by the 
War Labor Board. Individual contracts, submitted to 
men upon taking up employment at the plant, are char- 
acterized by the board as a source of irritation. One 
of the principal demands of the men was that the con- 
tracts be abolished and that a system be established 
by which the workers could deal collectively with the 
company. The order of the board is that such of the 
contracts as are now in existence be eliminated and 
that the company be directed to make none in the 
future. 

The staff of the War Labor Board will devise a sys- 
tem of elections by which workers may choose com- 
mittees to represent them in dealing with the employing 
firm. Up to this time the company has not recognized 
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either committees or individuals representing groups 
of the workers. At Schenectady, however, where there 
is a high percentage of organization, committee repre- 
sentation has for .some time been recognized and 
accepted. 


AMERICAN ASSOCIATION NEWS 


Bulletin No. 23 Sent Out 


Bois American Electric Railway War Board has just 
issued bulletin No. 23 accompanying a copy of the 
brief submitted by the board to the National War Labor 
Board in the matter of the power of the President to fix 
rates of fare on electric railways. The War Board ex- 
plains that it expects also to mail to member companies 
copies of the statements by Mr. McCarter and Mr. 
Gadsden to the War Labor Board, as soon as they can 
be printed. 


May Outing for Rhode Island 
Company Section 


HE May meeting of the Rhode Island company sec- 

tion was held at Peace Dale, near Narragansett 
Pier. The members went from Providence in special 
cars. The festivities included a trip to the pier, a sump- 
tuous dinner and a varied program of short talks. 


Program Largely Musical at Section No. 6 
June Meeting 


HE Chicago Elevated Railroads Company Section 

met on June 18 and was entertained with music, 
and amusing stories and reminiscences. Henry Cordell 
read a paper relating to his work on the Chicago, North 
Shore & Milwaukee Railroad. About 75 members and 
guests were in attendance. 


Tribute to the Memory of Capt. H. A. Bullock 


Y LETTER BALLOT the executive committee of the 

American Association has passed resolutions of 
appreciation of the work of Capt. H. A. Bullock, who 
was killed in action in France on May 31. Captain 
Bullock has been an active association worker and, so 
far as known, was the first member of the association 
to give his life for the cause. 


Experimental Lecture at Toledo 


R..E. E. F. CREIGHTON, of the research depart- 

ment of the General Electric Company, gave an 
experimental lecture on lightning protection before an 
audience of nearly 500 at a recent meeting of the Toledo 
section. He traced some of the early history of the 
lightning arrester, paying especial tribute to the alumi- 
num cell. He showed by means of experiments the effect 
of surges on transmission lines and illustrated the man- 
ner in which a good lightning arrester relieves the line 
from these surges. 


22 


ELECTRIC RAILWAY JOURNAL 


Vol. 52, No. 1 


Recent Happenings in Great Britain 


Power Supply a Difficult Problem—District Board Proposed—The 
Shrinking Penny Fare—Economy Essential Everywhere 


(From Our Regular Correspondent) 


The committee appointed by the 
Board of Trade to consider the question 
of electric power supply has issued its 
report in a white paper. The chief 
recommendations include one that a 
new body called the Electricity Com- 
missioners should be appointed and 
that it should assume the powers of the 
Board of Trade, the local government 
board, the local government board for 
Ireland, and the Scottish office, relating 
to the supply of electricity. It is sug- 
gested that it receive large additional 
powers for regulating and encourag- 
ing the generation and distribution of 
electricity. The other recommendations 
are that subject to an appeal to Parlia- 
ment in certain cases these commission- 
ers should have general control over 
the generation and distribution of elec- 
tricity in the United Kingdom; that the 
existing system under which electricity 
is separately generated for small areas 
should be abolished; that the commis- 
sioners should, after local inquiries, 
divide the United Kingdom into dis- 
tricts where a district electricity board 
should be set up to purchase all gen- 
erating stations of authorized distribut- 
ers, and be responsible for the future 
generation of electricity in their dis- 
trict; that existing electrical under- 
takers should, if they so desire, retain 
their power to distribute electricity 
within their local areas, but should pur- 
chase electricity in bulk from the 
boards or their lessees, due provisions 
being made for controlling the profits 
of distributers so as to insure a cheap 
supply; that district electricity boards 
should make no divisible profits, and 
should be financed by funds raised with 
government assistance, except where it 
is shown to be desirable and practicable 
to finance them locally. 


PENNY No LONGER POTENT COIN 


The nimble penny as the tramway 
fare unit has done wonderful things. 
It has built up a great service of pub- 
lic utility which, after providing cheap 
transit on a commercial basis, has been 
able from time to time out of surplus 
funds to hand over large sums in relief 
of rates. But the penny is not the 
potent coin that it was. The leaps by 
which wages and prices of material 
have advanced during the war -have 
radically altered its value. Stages 
could be shortened, but that would 
involve considerable disturbance of 
present organization. It is certain, 
however, that tramway undertakings 
will have to find some means of cover- 
ing the greatly increased costs they 
now have to shoulder. 

A proposal to reduce the number of 
“request stops” on the -Manchester 
tramway routes will probably be put 
into force very soon. The saving of 
coal is not the only consideration, al- 
though a very important one. There is 


the wear and tear of rails and rolling 
stock, which is considerably increased 
by the frequent stopping of the cars. 
J. M. McElroy, the general manager of 
the Manchester Tramways, has stated 
that the number of “request stops” has 
had a tendency to grow in every town, 
because pressure has been brought to 
bear by the public. The Board of Trade 
tramways committee, of which Mr. Mc- 
Elroy is a member, is giving special at- 
tention to this question. The number 
of passengers on the Manchester tram- 
ways has increased since the beginning 
of the war although the number of car- 
miles has been reduced. For the year 
ended March 31, 1914, 205,000,000 pas- 
sengers were carried, and the car mile- 
age was 19,463,000. For the year ended 
March 31, 1918, the number of pas- 
sengers was 240,000,000, and the cars 
ran only 18,540,000 miles. In other 
words, the number of passengers in- 
creased by 35,000,000 and the car-miles 
decreased by 1,000,000. The City Coun- 
cil of Manchester has passed a resolu- 
tion authorizing an arrangement with 
Mr. McElroy under which he will re- 
main in the service of the corporation 
as general manager of the tramways 
department for five years, at a salary 
of £1,500 a year. 


LONDON DivipED INTO FARE ZONES 


Revised fares on the London County 
Council tramway routes south of the 
Thames have come into force. The new 
system of fares has been arranged on 
the plan of dividing the routes into 
stages, of which three can be covered 
for a 1d., six for 2d., nine for 3d. and 
anything above nine to the end of the 
route for 4d. Similarly, increased fares 
on the routes north of the Thames will 
come into operation as soon as the 
County Council has completed arrange- 
ments with other authorities in con- 
junction with whom it works some of 
these lines. The Council, in common 
with all other tramway authorities, has 
been notified that coal consumption in 
ccnnection with the tramways must at 
once be reduced by at least 15 per cent. 
Suggestions made are the reduction of 
service not required in the national in- 
terest, the withdrawal of service for 
the whole or part of Sundays, the stop- 
ping of cars at an earlier hour in the 
evening, the partial substitution of coke 
locally produced for coal, and the grant 
of a bonus to motormen for economy in 
power consumption. 

A new defence of the realm regula- 
tion provides that the Board of Trade 
may authorize the local authority to 
charge the local rates or funds with 
any deficiency that may result where 
a tramway undertaking is carried on 
efficiently under statutory powers by a 
local authority but cannot be run with- 
out charging fares in excess of those 
authorized or without applying local 


rates in aid of a deficiency in the 
revenue. The Board of Trade is also 
authorized to’ modify any provision in 
any local act regulating the undertak- 
ing, or to relieve the local authority 
from the obligation of making allow- 
ances for the items of renewals or de- 
preciation. 

Christopher John Spencer, general 
manager of the Bradford Corporation 
Tramways, recently testified before the 
select committee of the House of Com- 
mons on municipal tramways (statu- 
tory requirements). He said that since 
the outbreak of war the cost of pro- 
duction had increased enormously. In 
consequence almost all tramway under- 
takings had to consider their financial 
position. The general manager of the 
Leeds Corporation Tramways estimated 
that unless the fares at Leeds were in- 
creased there would be a deficit of £45,- 
000 for the current year. The main 
cause for the increased expenditure 
on tramways had been the increased 
cost of labor. The wage bill of tram- 
way undertakings had increased ap- 
proximately 70 per cent, and in some 
cases even 100 per cent. The applica- 
tion now under consideration for a 12% 
per cent bonus on present rates would, 
if granted, mean another considerable 
increase in cost. In munition centers 
there had been a considerable increase 
in the number of passengers with a 
consequent increase of receipts, but ex- 
penditures were now increasing more 
rapidly than revenue. 

There was also another disquieting 
feature in the situation. The Board 
of Trade had already intimated to tram- 
way authorities that in consequence of 
war-time circumstances it would be 
necessary to curtail car mileage. While 
this would reduce certain expenditure 
it did not affect standing charges. The 
present scale of tolls and charges for 
the carriage of parcels and goods was 
so obviously out of date that it was 
impossible to extend the conveyance 
of parcels and goods without consider- 
able loss to the undertakings. It was 
suggested by Mr. Spencer that the 
Board of Trade be authorized to set 
aside the statutory limitations of tolls 
and charges in respect to passengers’ 
parcels and goods for the period of the 
war in cases where it was satisfied that 
sufficient reason existed. 


WOMEN DRIVERS FOR LONDON 


Women tramear drivers will probably 
soon be seen in London for the first 
time. They have been driving in Glas- 
gow and other cities for the past two 
years, but until recently the Commis- 
sioner of Police for London has refused 
to license them. The manager of the 
Walthamstow Tramways recently stat- 
ed that five women had passed through 


the three weeks’ course of training, and 


were ready to take out the cars as soon 
as their licenses were received. They 
had all been conductresses on the tram- 
way for some time. They will take the 
place of Grade I and II men, and will be 
paid the same rate of wage as the men, 
ols., rising to 37s. 6d., with a war bonus 
of £1 a week. A. GOS: 


we 


all, 
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Service-at-Cost Suggestion 


Director of Street Railroads of Cincin- 
nati Sees This as Best Way Out 
for City and Company 


W. C. Culkins, Director of Street 
Railroads of Cincinnati, Ohio, has out- 
lined a service-at-cost plan for the Cin- 
emnati Traction Company in connec- 
tion with the revision of the ordinance 
now under way. While the company 
kas made no formal request for an 
increase in its rate of fare, this is ‘in 
contemplation. Mr. Culkins has taken 
it into consideration. 


SERVICE-AT-CosT BEST 


He says it would be unfair to fasten 
upon the people of Cincinnati until 
1931 a franchise drawn to fit the war 
conditions of to-day. On the other 
hand, if the proposed franchise is based 
upon conditions existing before the war 
the company would refuse to accept it. 
He says the service-at-cost plan would 
give the city the kind of service the 
people were willing to pay for. After 
service was paramount. Should 
the rate of fare be established to meet 
present conditions, the new plan would 
make a reduction possible as soon as 
a drop in the cost of operation and the 
price of materials warranted it. In 
case the company asked for an increase 
in the rate, the burden of proof would 
be upon it. 

Mr. Culkins also advised elasticity 
in the contract so far as it relates to 
the use of the company’s tracks by 
interurban cars. Due consideration 
should also be given to the possible de- 
velopment of a freight service. 


Mr. DRAPER PRESENTS COMPANY’S SIDE 


When he appeared before the street 
railway committee of the City Council 
on June 25 to discuss the proposed re- 
vision of the street railway ordinance, 
Walter A. Draper, vice-president of the 
Cincinnati Traction Company, pre- 
sented an array of figures that are cal- 
culated to make the members consider 
well before they decide upon a rate of 
fare under present conditions. 

The company’s estimate for 1918, 
without providing for increase on ac- 
count of improvements, taxes, higher 
wages and contingent expenditures 
will necessitate an income of $5,906,- 
897. Revenue from other sources and 
estimated savings will reduce this to 
$5,536,897. On the other hand, addi- 
tional amounts necessary to cover the 
items excepted would aggregate ap- 
proximately $500,000 annually, making 
a total of $6,036,897 to be secured from 


fares. 


Mr. Draper said that an increase in 
the rate of fare would result in a de- 
crease in the number of fares collected. 


In 1917 the number of riders was 110,- 
000,000. It is estimated that this num- 
ber would be reduced to 100,000,000 
under an increased fare. These riders 
would have to yield the amount men- 
tioned above, namely $6,036,897. To do 
this the fare would have to be a little 
over 6 cents a ride. If the city would 
relieve the company of the tax of 6 per 
cent on its gross earnings, the amount 
to be raised from car patrons would be 
about $5,700,000 or a little over 5.75 
cents a ride. 

The net income in 1917 showed an in- 
crease of $200,000 over 1916, but Mr. 
Draper estimated that the net income 
for 1918 will show a decrease of $585,- 
000 from that of 1917, or an actual 
deficit of $437,000, without providing 
for dividends on the preferred stock, 
funds for improvements or an increase 
in the wages of the men. He said that 
this was due to the absence of 18,000 
men from the city in the service and 
the greatly increased cost of materials. 

The largest item of expenditure in 
1917 was for wages. The amount was 
$1,924,000, of which $1,500,000 went to 
the conductors and motormen. De- 
spite the fact that the company has a 
contract with the men running to July 
1, 1919, Mr. Draper declared that it 
would be necessary to increase wages 
just as soon as additional revenue could 
be secured. He enumerated other items 
and showed where increases would be 
necessary, if the road was to be kept 
in condition to give proper service. 


Wheeling Arbitrators Report 
Findings 

As a result of the agreement between 
the arbitrators comprising representa- 
tives of the West Virginia Traction & 
Electric Company and the Wheeling 
Traction Company, Pan Handle and the 
City Railway lines, Wheeling, W. Va., 
and the members of Local Union No. 
103 of railway employees and a rep- 
resentative of the federal government, 
the trainmen and others will receive 
substantial increases for the ensuing 
year. It is reported that the men will 
receive from 38 cents to 45 cents an 
hour, on a sliding scale, this represent- 
ing an increase of approximately 10 
cents an hour. Following the war the 
men will work only eight hours a day 
and six days a week. 

The arbitration board concluded its 
report with a recommendation to the 
Public Service Commission for relief 
for the various companies affected by 
the agreement entered into between the 
employees and the companies, stating 
that in its opinion there was a pressing 
need for an examination of the situa- 
tion by the commission with a view to 
increasing rates. 


New Transit Lines Opened 


Several Important Additions Opened to 
New York’s $350,000,000 New 
Rapid Transit System 


Operation of the new Seventh Avenue 
subway, which was placed in service 
in June, 1917, from Times Square to 
the Pennsylvania Railroad Station at 
Thirty-third Street, was extended South 
to the Battery on the main line and to 
the Wall Street station on the Park 
Place and William Street branch on 
July 22: 


16.7 


With the portion already in opera- 
tion, the opening of the Seventh Ave- 
nue subway will add approximately 
16.7 track-miles to the dual system 
lines now in use. The Seventh Ave- 
nue lines extend south from Times 
Square as a four-tracked structure to 
the vicinity of Chambers Street and 
West Broadway, whence two tracks 
continue to a loop at the Battery, 
while the two remaining tracks branch 
through Park Place, Beekman and Wil- 
liam Streets to Wall Street, the ter- 
minus of temporary operation. 

Eventually the so-called Wall Street 
branch line will be extended to Brook- 
lyn by way of the Old Slip—Clark 
Street tunnel line, which will connect 
with the existing Interborough lines in 
Brooklyn near Borough Hall. Through 
service on the Seventh Avenue subway 
in connection with the old subway 
north of Forty-second Street will be 
begun a few weeks hence, when the 
Lexington Avenue line is completed and 
can be placed in operation in connec- 
tion with the old subway in Fourth 
Avenue below Forty-second Street near 
the Grand Central Terminal. 

Another dual system line placed in 
operation on July 2 was the portion of 
the 162nd Street connection, east of 
Sedgwick Avenue to Jerome Avenue. 
This connection unites the west side 
elevated lines in Manhattan with the 
Jerome Avenue branch of the Lexing- 
ton Avenue subway in the Bronx. The 
connection was previously in operation 
as far as Sedgwick Avenue. 


MILES oF NEW LINE ADDED 


JAMAICA ELEVATED EXTENSION OPENED 


On July 3 the New York Consolidated 
Railroad, a subsidiary of the Brooklyn 
Rapid Transit Company, placed in serv- 
ice by direction of the Public Service 
Commission for the First District the 
unopened portion of the Jamaica Ave- 
nue elevated line from Greenwood Ave- 
nue, Richmond Hill, to Cliffside Avenue 
at Jamaica, the terminus of the line. 
The road was placed in service as far 
as Greenwood Avenue last year. It 
will add materially to the transit facil- 
ties in Queens. 


24 


ELECTRIC RAILWAY JOURNAL 


Vol. 52, No. 1 


Government to Control 
Unskilled Labor 


On Aug. 1 Federal Employment Service 
Will Supplant Private Agencies— 
Survey of Material Started 


After Aug. 1 the United States Em- 
ployment Service will undertake to be 
the medium through which employers 
in the whole country will secure un- 
skilled labor. The country is divided 
into thirteen districts with four hun- 
dred branch offices. 

The centralization of recruitment of 
unskilled labor will affect establish- 
ments employing a hundred or more 
workers. Establishments employing a 
smaller force will be free, if they 
choose, to proceed in their usual man- 
ner. The concerns which come within 
the plan, too, will be permitted to hire 
in the ordinary way such workers as 
present themselves without inducements 
from the employer. In other words, em- 
ployers will be free to engage men who 
offer themselves without having been 
solicited, directly or indirectly. 

The plan is a military necessity, in- 
tended to put an end to the waste and 
disorganization which arise from “steal- 
ing labor.” As far as the plan operates 
to withdraw unskilled labor from indus- 
tries not directly connected with the 
war, the withdrawals will be distributed 
as equitably as possible, under the con- 
trol of the War Labor Policies Board. 
Priorities for labor will be established 
only where there is an actual shortage. 

The coming monopoly of the govern- 
ment in distributing unskilled labor 
will.not extend to skilled labor, and for 
the present such labor may be recruited 
by all employers as heretofore. At the 
same time, the offices of the United 
States Employment Service will in no 
way decrease their work of providing 
skilled workers. 


LABOR SURVEY ALREADY BEGUN 


The United States Employment Serv- 
ice has already begun an approxima- 
tion of the common labor requirements 
of war industries for the next three 
months and of the common labor re- 
serves in each state which may be util- 
ized for war production. With these 
two national estimates as a basis, the 
employment service will allot the quotas 
of unskilled workers which each State 
will be called upon to furnish. 

The war industries will report their 
needs by means of a special form is- 
sued to each industry through the par- 
ticular government department or board 


with which its contract is placed. The 


form asks the immediate common labor 
requirements, an estimate of the weekly 
requirements from July 15 through 
August, and a lump estimate of its 
needs from Sept. 1 to Oct. 1. The ques- 
tionnaire also asks, in substance, what 
percentage of the total of common 
laborers in each state in 1914 is now 
engaged in agriculture, transportation, 
mining or other war work. It then asks 
the estimated number of common 
laborers now in each state who are not 
engaged in war work. 


Immediate and full return of the re- 
quirement blanks is urged upon every 
war industry receiving them. Any con- 
cern engaged in war work which does 
not receive its forms should apply at 
once to the state director of the em- 
ployment service for the state in which 
it is operating. 


Short Strike in Columbus 


Officers of the Columbus Railway, 
Power & Light Company, Columbus, 
Ohio, and representatives of the Amal- 
gamated Association reached an agree- 
ment on July 1 to submit their differ- 
ences to the National War Labor Board 
for settlement. This action was taken 
in response to a telegram from the 
board urging that this be done at once 
in order to prevent loss and inconve- 
nience. The questions to be submitted 
are hours of labor, working conditions, 
wages and the reinstatement of seven 
men who had been discharged. The 
company recognized the union only 
tentatively, in order to submit the mat- 
ter to the board. 

Operation was resumed late on the 
evening of July 1, after the road had 
been idle almost forty-eight hours. 


Bellaire Tries to Shackle Railway 


The twenty-five-year franchise un- 
der which the Wheeling Traction Com- 
pany has been operating its lines within 
the town of Bellaire, Ohio, expired 
about two months ago. In an effort to 
secure renewal of its right to operate 
over these lines, the company presented 
to the Town Council for its considera- 
tion a proposed form of agreement 
which was practically indentical with 
the old franchise. 

The railway proposal was rejected 
by the city officials, who in turn pre- 
sented a proposed franchise of their 
own. This contained many restrictions, 
as illustrative of which may be men- 
tioned excessive requirements in the 
way of street paving, lighting of all 
street intersections along the car lines, 
and the maintenance of flagmen at all 
railroad crossings. Altogether the con- 
ditions were so burdensome that the 
traction company could not accept the 
franchise in its proposed form. It at- 
tempted to effect a compromise but was 
unable to do so. 

In the meantime the Council, as a co- 
ercive measure, passed a resolution re- 
quiring the railway to pay the city $25 
a day rental for the time during which 
the lines were operated without a fran- 
chise. The company has refused to pay 
the rental, and as a retaliatory measure 
the Council has just passed another 
resolution instructing the town solicitor 
to sue for an injunction prohibiting the 
company from operating within the 
Bellaire corporation limits. As the 
railway is at present the only means of 
transportation available to a large 
number if mine and steel mill workers 
who are engaged either directly or in- 
directly on government work, compli- 
cations will likely arise if the injunc- 
tion is granted. 


Operating Agreement on 
Pacific Coast 


City of San Francisco Buys Operating 
Rights on Private System for 
Municipal Line 


A plan to provide local car service 
for the residence district west of Twin 
Peaks Tunnel in San Francisco, Cal., 
has been presented to the Board of 
Supervisors by M. M. O’Shaughnessy, 
city engineer. Officials of both the 
Municipal Railway and the United Rail- 
roads systems have tentatively agreed 
that the city shall use the tracks of 
the United Railroads, the rental for 
which shall apply as part payment 
on the properties, in the event that 
the city purchases the private system 
before the franchise expires. Features 
of the arrangement are as follows: 

The city is to pay to the United 
Railroads $100,000 for the right of 
operation over the Ocean Avenue tracks 
from Sloat Boulevard to Harold Ave- 
nue, this sum to apply as part payment 
on the United Railroads’ lines if pur- 
chased by the city before the expiration 
of the franchise. The United Rail- 
roads is to maintain the tracks and 
trolley and furnish the power for the 
city cars at the rate of 7% cents per 
car-mile operated, which is said to be 
the average actual cost of the United 
Railroads. The city is to construct the 
necessary connection between its tunnel 
tracks and the United Railroads tracks. 
This can be done, it is believed, in about 
forty-five days. 

In Parkside, the track farther to the 
north, the plan tentatively agreed to 
by both parties is that the city shall 
have unlimited use of the United Rail- 
roads tracks on Taraval Street, in 
consideration for which the city. is to 
lower the tracks to grade and pave the 
street. After this the maintenance will 
be divided by the city and the private 
company in proportion to the car mile- 
age operated. In this section power for 
the city cars will be furnished by the 
United Railroads at the rate of 1% 
cents per kilowatt-hour. The plan is 
approved by Mayor Rolph, provided no 
legal entanglements will result. The 
whole matter has been referred to the 
city attorney. 


Power Plant Saving Campaign 


The United States Fuel Administra- 
tion has announced the appointment of 
administrative engineers as follows: 

Thomas R. Brown, Pittsburgh; for 
the western half of the Pennsylvania. 
He was formerly special engineer with 
the Westinghouse Air Brake Company. 

George R. Henderson, Philadelphia; 
for the eastern half of Pennsylvania. 
He was formerly consulting engineer 
with the Baldwin Locomotive Works. 

Edward N. Trump, New York; for 
the State of New York. He has "been 
the vice-president of the Solvay Proc- 
ess Company. 

W. R. C. Corson, Hartford; for New 
England. He has formerly been a con- 
sulting engineer. 


—- = 
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The administrative engineers — will 
work under the general supervision of 
state fuel administrators. The cam- 
paign includes: (1) Personal inspec- 
tion of every power plant in the coun- 
try; (2) classification and rating of 
every power plant, based upon the 
thoroughness of which the owner of 
the plant conforms ‘to recommenda- 
tions; (8) responsibility of rating to 
be based upon reports of inspectors, 
who will not express opinions, but will 
collect all the definite information that 
is available. 

State fuel administrations, in their 
judgment, may entirely or partially 
shut off the consumption of coal by any 
needlessly wasteful plant in their ter- 
ritories. 


Chicago Ordinance Goes to Main 
Committee 


The sub-committee of the Chicago 
City Council on June 28 having learned 
from the traction companies that the 
proposed ordinance was acceptable 
recommended it to the main commit- 
tee. At this meeting a complete draft 
of the franchise was presented, and 
attention was called to several features 
which had not previously been deter- 
mined. 

One of these sections refers to labor. 
It provides that hours and working 
conditions shall conform to just and 
reasonable standards of safety, health, 
comfort and efficiency, and that all 
wage earners employed by the company 
shall receive “wages which shall be 
just and reasonable and not less than 
shall be customarily paid for services of 
like character under substantially simi- 
lar conditions.” The local commission 
is to have power to settle disputes un- 
der this section, if it is finally approved. 

Another section paves the way for 
earrying express matter and package 
freight on the combined system of sur- 
face and elevated lines, at such times 
as will not interfere with passenger 
service, subject to regulation by the 
local commission. 

One element of opposition has been 
overcome by changing the plans for one 
of the downtown elevated lines which 
was to have been a double-deck struc- 
ture. It is expected that sufficient time 
still remains to discuss the ordinance 
and get action in the main committee 
and the City Council before adjourn- 
ment. 

At a recent meeting of the sub-com- 
mittee Walter L. Fisher placed at the 
disposal of the members his resignation 
as special traction counsel. He re- 
ferred to differences of opinion which 
had arisen on questions of policy and 
said he would like to be free to express 
his objections of the ordinance if it 
goes to a referendum vote. When this 
matter was taken up by the main com- 
mittee it was decided to retain Mr. 
Fisher as advisor on legal questions. 

The full committee began its sessions 


on July 1 and made several slight — 


changes in the draft of the ordinance as 


submitted to it. 
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Dorchester Extension Opened 


The Broadway-Andrew Square sec- 
tion of the Dorchester tunnel was open- 
ed for traffic by the Boston (Mass.) 
Elevated Railway on June 29. The new 
line is a double-track subway with 8845 
ft. of single track installed, and is 
equipped for train operation along the 
same general lines as the previously 
operated route east of Harvard Square, 
Cambridge to Boston. Congestion at 
the recently opened Broadway station 
of this tunnel in South Boston, will be 
relieved by the new line as will also 
congestion at Dudley Street, Roxbury. 
There will be a saving of five minutes 
on each trip from the Dorchester dis- 
trict into and out of the business center 
of Boston. One of the most valuable 
features of the new service is the re- 
duction in running time between resi- 
dential areas in Boston and the Victory 
plant at Squantum, where destroyers 
for the United States Navy are being 
built on a large scale. At Andrew 
Square there is a transfer station with 
two surface car loops and two train 
platforms on a lower level. 


News Notes 


Fire in St. Louis Destroys Equip- 
ment.—A fire on June 14 destroyed a 
section 400 ft. long by 75 ft. wide of the 
De Baliviere car sheds of the United 
Railways, St. Louis, Mo., at Delmar 
Roulevard and De Baliviere Avenue. 
The flames consumed nine Olive line 
motor cars, four trains consisting of 
motor car and trailer, eight or nine 
roofless “moonlight” cars, and six stor- 
age cars and a snowsweeper. 


Bus Men to Be Pensioned.—The Fifth 
Avenue Coach Company, New York, N. 
Y., has adopted a system for pension- 
ing its employees who have reached the 
age of seventy years, or who have been 
in the company’s employ twenty-five 
years. Any employee who has been in 
the service twenty-five years and has 
been disabled will be pensioned under 
the plan. The pension system will not 
debar any employee from engaging in 
any other business. 

St. Louis Settlement Vote in Novem- 
ber.—The United Railway settlement 
ordinance will not be voted on in St. 
Louis. until the regular election in No- 
vember. The final count of the valid 
signatures on the referendum petitions 
filed by the Citizen’s Referendum 
League failed to total a sufficient num- 
ber for a special election within ninety 
days, as expected. The provisions of 
the settlement ordinance were com- 
mented upon editorially in the ELECTRIC 
RAILWAY JOURNAL of May 4, page 840. 

People’s Champion After Profits.— 
At the recent hearing in Flushing, Long 
Island, on the appeal of the New York 
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& North Shore Traction Company for 
a 7-cent fare Mayor Hylan of New 
York is said to have stated the muni- 
cipal ownership policy of his adminis- 
tration as follows: “I am in favor of 
municipal ownership, but I feel . that 
if the city is going to take over a pub- 
lic utility, it ought to take over one that 
is paying so it will lessen the burden 
on the taxpayers. Our theory is to 
take over a public utility that is pay- 
ing big profits at first and then the next 
best one and so on so as to help the tax- 
payers. We prefer that to taking over 
a losing proposition such as this one.” 

Wage and Fare Appeals Coupled.— 
The union of employees of the Memphis 
(Tenn.) Street Railway has appealed 
to the Mayor and the City Commission- 
ers to proceed with the investigation 
requested by the company in connec- 
tion with its request for 6-cent fares. 
The employees say they are interested 
in the 6-cent fare only in so far as it 
bears on their securing a decent living 
wage, and that they want the investiga- 
tion only in order that they may be 
able to proceed intelligently with their 
negotiations for a new wage agreement. 
The men say that “as living costs have 
advanced 100 per cent in most instances, 
we feel justified in asking our company 
for an increase in wages of approxi- 
mately 85 per cent.” 

More Buffalo Crooks Sentenced.— 
Three more conductors employed by the 
International Railway, Buffalo, N. Y., 
have been convicted of stealing fares. 
One was fined $25; another was fined 
$5 and one was sent to the penitentiary 
for nine months. These convictions © 
bring the total during the last month 
up to eleven. The men were charged 
with larceny, and it is alleged they 
withheld fares from the fareboxes and 
also manipulated the fareboxes in such 
a manner that coins would not register 
on the dial of the machines. One of the 
men convicted is charged with making 
devices which he sold to conductors for 
$10. These devices could be placed in 
a farebox in such a manner that the 
fares would not register on the dial. 

How Yonkers Regards Mr. Suther- 
land.—The Yonkers Daily News, in com- 
menting editorially on the career of 
Leslie Sutherland, recently elected 
second vice-president of the Third Ave- 
nue Railway, New York, N. Y., said in 
part: “Yonkers is proud of Leslie Suth- 
erland—proud with the pride of a 
mother who has watched the growth of 
her child, has seen him reach maturity, 
has learned to lean not a little upon his 
strong right arm, and who, with 
niingled feelings of sorrow and joy, sees 
him answer the call of responsibilities 
that will take him away from the home 
circle. Yonkers had learned to respect 
his strength, to place faith in his judg- 
ment, to call upon him for advice. In 
a very true sense he became a favorite 
son. And now, as larger duties call 
him, she bids him good-by, with pride 
in her heart, but not without sorrow. 
Wherever the paths of success may 
lead him Yonkers cherishes the hope 
that he will not forget the old home 
and the mother who loves him well.” 
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Financial and Corporate 


I. R. T. Would Issue Notes 


Wants to Put Out $37,700,000 of Three- 
Year 7 per Cent Securities 
At About 9614 


The Interborough Rapid Transit Com- 
pany, New York, N. Y., on June 29, filed 
with the Public Service Commission for 
the First District, an application for 
approval of a proposed collateral trust 
agreement securing $37,700,000 in three- 
year 7 per cent notes and for authority 
to issue and dispose immediately of 
$33,000,000 thereunder. Several days 
ago the company filed an application 
for permission to issue about $58,- 
906,000 of bonds to be used as collateral 
for the contemplated note issue. 


The commission set July 10 at 10.30. 


a.m. as the date for the hearing on the 
bond issues, and at the same time will 
consider the merits of the note issue 
proposal, as the two are linked. 


W. F. C. WILL PROBABLY HELP 


Eugene Meyer, Jr., a member of the 
War Finance Corporation, said on June 
29, that he felt sure that corporation 
would take about 30 per cent of the pro- 
posed note issue. He said that he per- 
sonally felt 87%4 was a fair price for the 
bonds, and 7 per cent interest rate 
reasonable. It is asserted that the con- 
ditions will require the sale of the notes 
at not less than 96% per cent of par. 

Of the proceeds derived from the sale 
of the $33,000,000 immediately put on 
the market, $31,845,000 are to be de- 
voted to the following purposes: 


For equipment under 


subway 
contract No. 3 


$18,827,000 
For Manhattan Railway 


ANACKATIE IY inie cf ehuas ak she uhocee 10,897,000 
For Manhattan Railway power 

plant improvement........... 2,121,000 

SEOUL LI Patoitens hehe is afolih Sietiotene a an erin $31,845,000 


Last year the commission authorized 
the Interborough Rapid Transit Com- 
pany to issue about $39,000,000 in 
bonds to meet obligations incurred in 
the work of constructing and equipping 
the new subway and elevated lines. 
These bonds were to be disposed of at 
93% or more. Owing to inability to 
dispose of the bonds at that price, the 
company has now requested the com- 
mission to permit a large issue of short- 
term notes to be secured by the bonds as 
collateral. 

Pending the July 10 hearing, city of- 
ficials will confer in reference to ques- 
tions involved, particularly whether the 
city’s interest in the dual subway lines 
will in any way be affected. 


Northern Electric Railroad 
Successor 
Articles of incorporation were filed 
on June 20 for the Sacramento North- 
ern Railroad, which is to take over the 
Northern Electric Railroad and its sub- 
sidiary lines, the plans for the reorgan- 


ization of which were reviewed in the 
ELECTRIC RAILWAY JOURNAL for June 
15, page 1161. The articles state that, 
in addition to operating the road, the 
new company will build 5 miles of 
standard gage track from the M Street 
bridge over the Sacramento River to a 
point 5 miles distant in Yolo County. 

The fifteen directors represent the 
reorganization committee and the var- 
ious creditors of the Northern Electric 
Railway. They are: E. D. Sullivan, 
F. M. McAuliffe, Delger Trowbridge, 
William S. McKnight, William H. Gor- 
rill, Walter Slack, Charles C. Sulli- 
van, A; Hi. Roth; A’ D. Plaw. beeoie 
Hultman, A. E. Wellington, E. K. Ped- 
ler, W. G. Gardiner, Jerome B. White 
and G. S. Sahlender. 

The roads taken over by the new cor- 
poration are the Northern Electric, the 
Sacramento-Woodland Railroad, the 
Marysville-Colusa branch of the North- 
ern Electric and the Vallejo & North- 
ern. 

The reorganization committee pur- 
chased the Northern Electric Company 
at the foreclosure sale on May 28. 


Responsible for Underlying 
Bonds 


Pittsburgh Subsidiary Wants Control- 
ling Companies Held Liable—Court 
Refuses Interest Payment Now 


George Wharton Pepper, Philadel- 
phia, representing the bondholders of 
the United Traction Company, ap- 
peared before Judge Charles P. Orr in 
the United States District Court in 
Pittsburgh on July 1 and filed a peti- 
tion asking that the Philadelphia Com- 
pany and the Pittsburgh Railways be 
jointly held responsible for the indebt- 
edness of several million dollars to the 
bondholders of the United Traction 
Company. It is asserted that the 
property of the underlying companies 
has not been conserved properly. 

The Philadelphia Company, through 
stock ownership, controls the Pitts- 
burgh Railways, and the latter com- 
pany in turn owns a large majority of 
the stock of the United Traction Com- 
pany. The pending suit in equity was 
brought by the bondholders of the 
United Traction Company and was 
filed several months before the re- 
ceivers for the railway were appointed. 

Almost coincident with the forego- 
ing plea Judge Orr handed down a 
decision refusing the assent of the 
court to the payment, at this time, by 
the receivers of the Pittsburgh Rail- 
ways, of nearly $500,000 as interest 
to underlying companies. Judge Orr 
says that the prospect of the company 
performing its full duty to the public 
and of meeting the just demands of 
its creditors is at present so dim that 


the court hesitates to make an order 
for the payment of fixed charges. 

The Pittsburgh Railways was placed 
in the hands of James D. Callery, 
H. S. A. Stuart and Charles A. Fagan 
as receivers on April 23 by judges of the 
United States District Court. 


T. H., I. & E. Returns for 1917 


Gross Earnings Gain $186,000 or 5.83 
per Cent, but Operating Expenses 
Rise $223,000 or 12 per Cent 


The income statement of the Terre 
Haute, Indianapolis & Eastern Traction 


Company, Indianapolis, Ind., for the 
year ended Dec. 31, 1917, follows: 
Gross earnings from operation.......... $3,386,364 
Operating expenres. 12s. ...05 eee ores 2,087,472 
Net ¢arnings. i. 02:0stijes «acts iaiero grees $1,298,891 
"TRxGG: «10.05 «0 shes oe on ae eee 179,362 
Operating Incomes.....< x15) tae sor ere $1,119,528 
Other income:...2% «6 ass e eeoree 200,343 
Gross income . : Tua.cdde <,qcicoeeant cola $1,319,872 
Deductions from income: 
Bond interest....:...... $760,410 
Dividends: .ncsenacewes 234,291 
Interest on notes........ 36, 776 
Maintenance of organiza- 
tion leased lines....... 3,000 1,034,479 
Surplus: . 2. sestee ge + wee apts eee $285,393 
Sinking fund jis. sie Sek sete eS eae 207,742 
Balance.) «asc cscs een de bale ee eet $77,650 


While the gross earnings for 1917, 
as compared with 1916, showed an in- 
crease of $186,840 or 5.83 per cent, the 
operating expenses increased $223,794 
or 12 per cent, making a decrease in 
net earnings from operation of $36,953. 
This falling off was principally due to 
advances in the cost of material and in- 
creased wages. Taxes were increased 
$17,911 above 1916. 

The total expenditure for 1917 for 
maintenance of ways and structures 
was $288,054 and for maintenance of 
equipment $192,600. Improvements on 
account of owned lines included the 
erection of a freight building 401 ft. 
x 380 ft. on the new freight terminal 
property on Kentucky Avenue, with the 
construction of seven tracks on this 
property. 

The total ampune expended for added 
property during the year was $305,766. 
The total investment in addition to 
plant, property and equipment to Dec. 
31, 1917, for which no bonds or securi- 
ties have been issued, and including 
payments to sinking funds and invest- 
ments in securities of affiliated com- 
panies amounted to $2,285,467, an in- 
crease of $316,923 over the year 1916. 

Miscellaneous traffic and operating 
statistics for the year 1917 follow: 
9,257,115 


13,370,894 
22,628,009 
99,447 


Passengers carried ee Tinos eae 
Passengers carried—city li 
Total passengers carried............... 
Freight handled (tons)................ 
Express handled (exclusive of Wells- 


Fargo); t0DS! 52.55. scee eee eae 15,362 
Car-miles operated—interurban lines... >, 697, 875 
Car-miles operated—city lines......... 007 
Coal consumed at power station (tons).. aryey 522 
Power generated, main power station 

(kilowatt-hours)... 550) seer. clei eines 97,181,993 


The company refers to the purchase 
during the year of a coal mine in Sul- 
livan County under an agreement made 
with three other electric railways in 
Indiana, one of them the local Indian- 
apolis company. This agreement was 
previously reviewed in this paper. 


July 6, 1918 
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ee eee 
Finance Corporation Grants $1,000,000 


New Orleans Company Is Promised Direct Loan If Holders of 
$4,000,000 Debentures Accept One-Year Notes— 
Other Financing Happenings 


In pursuance of its apparent policy 
of helping those utilities which can 
help themselves, the War Finance Cor- 
poration on July 2 announced that it 
had agreed to advance to the New 
Orleans Railway & Light Company $1,- 
000,000 to reimburse it for necessary 
expenditures, the corporation in return 
taking the company’s note for the 
amount. The loan is based upon the 
condition that the holders of $4,000,000 
of two-year 6 per cent debentures, which 
matured on June 1, exchange them for 
new one-year 7 per cent notes. 

The issue of debentures went unpaid 
at maturity because of the refusal of 
the War Finance Gorporation to ad- 
vance the money on the ground that it 
had no authority to make direct ad- 
vances to corporations except in excep- 
tional cases. At the time President 
Curran sent out a circular to the note- 
holders, explaining the circumstances 
and asking them not to press for pay- 
ment until an opportunity had been af- 
forded to work out an extension plan. 

This plan, later submitted, called for 
the refunding of the matured notes, par 
for par, into the new notes, callable at 
100 and interest on thirty days’ notice. 
Mr. Curran now asks the holders to de- 
posit their debentures in acceptance of 
the refunding plan, as not until its suc- 
cess is assured will the War Finance 
Corporation advance the $1,000,000 it 
has promised. More than 50 per cent 
of the holders have already deposited 
their securities. 


B.R.T. REFUNDING Is PROGRESSING 


Holders of the $57,735,000 of Brook- 
lyn Rapid Transit Company 5 per cent 
notes will have until July 10 instead of 
July 1 to deposit their holdings, under 
the proposed refunding plan, with the 
Central Union Trust Company, in order 
to have them taken up, 30 per cent 
through cash furnished by the War 
Finance Corporation and 70 per cent 
through the new issue of 7 per cent 
three-year notes. 

Up to the close of business on July 2, 
it was said, approximately $25,000,000 
of the old notes had already been de- 
posited. They were coming in at a 
rate that indicated the acceptance of the 
refunding plan by virtually all the 
holders. 

A committee of Philadelphia bankers 
kas been appointed to consider the pub- 
lic utility problem. The members are: 
J. R. McAllister, John H. Mason, Effing- 
ham B. Morris, Arthur E. Newbold, 
Levi L. Rue, Joseph Wayne, Jr., and 
William P. Gest, chairman. It is prob- 
able that a sub-committee will be ap- 
pointed to confer with bankers in other 
cities. 
appointed for New York, Boston and 
Chicago. 

The Capital Issues Committee on 
June 29 announced the appointment of 


Similar committees have been | 


Dudley Cates, San Francisco, as secre- 
tary and chief examiner, and the crea- 
tion under him of a new bureau of 
examiners to digest applications for 
approval of proposed securities issues. 
This bureau will assist in gathering in- 
formation on these issues from local 
capital issues committees in each Fed- 
eral Reserve District, and from the 
Fuel, Food, and Railroad Administra- 
tions, War Industries Board, and other 
government departments which can 
throw light on the war necessity of the 
project covered by proposed securities 
issues. 

Frederic A. Delano, who has resigned 
as member of the Federal Reserve 
Board to enter the army, also has given 
up his membership on the Capital Issues 
Committee. A successor will be ap- 
pointed by President Wilson. 


Passes Preferred Dividend 


New York State Railways Puts Action 
Over Pending Result of Its 
Fare Appeal 


The executive committee of the New 
York State Railways, Rochester, N. Y., 
on June 14 decided not to declare at this 
time the regular quarterly dividend of 
1% per cent, due on July 1, on the $3,- 
862,500 of cumulative preferred stock. 
Horace E. Andrews, president of the 
company, in a circular dated at New 
York, June 18, says in substance: 

“The executive committee was obliged 
to pass the preferred dividend because 
of insufficient earnings. The preferred 
dividends, however, are cumulative and 
must be paid before any dividends are 
declared on the common stock, The 
gross revenues have decreased and the 
operating expenses have greatly in- 
creased and the situation has reached 
a point where an increase in the rate of 
fare has become an absolute and im- 
mediate necessity. Our position is 
similar to that of other electric railways 
and also like that of the steam rail- 
roads until the government assumed 
control and established an average in- 
crease of approximately 25 per cent in 
freight and passenger rates. 

“A year ago we applied to the Public 
Service Commission for permission to 
increase the fare from 5 cents to 6 cents 
in the cities in which we operate. Be- 
fore the case could be heard an injunc- 
tion was obtained restraining the com- 
mission on the ground that it had no 
pewer to increase the rate beyond that 
fixed by franchise or agreement, which 
contention the Court of Appeals later 
upheld. Your company has, therefore, 
made application to the City Councils 
of Rochester, Syracuse and Utica for 
authority to increase its rate of fare. 

“Due to the increased cost of living, 
the operating employees last month de- 
manded an increase in their rate of 


wages, resulting in a cessation for two 
days of the operation of the company’s 
cars. An adjustment finally resulted in 
an increase in the rate of wages upon 
an understanding with the cities that 
relief would be granted the company if 
an examination of its books developed 
the need of it. An examination by cer- 
tified public accountants has been under 
way for about three weeks, and it is 
hoped the examination will be complet- 
ed shortly after this month.” 


Financial 


News Notes 


Sale Under Foreclosure Postponed. 
—The sale of the properties of the. 
Kansas City, Outer Belt & Electric Rail- 
way, Kansas City, Mo., scheduled to 
take place at Kansas City on June 18, 
was postponed by Judge John C. Pol- 
lock of the United States District Court. 


Would Issue $100,000 of Bonds.—The 
Hagerstown & Frederick Railway, Hag- 
erstown, Md., has applied to the Mary- 
land Public Service Commission for 
authority to issue $100,000 of bonds, of 
which amount $35,000 will.be used for 
refunding, and the balance to guarantee 
a loan of that amount. 


$7,750,000 Kansas City Railways 
Notes.—The Kansas City (Mo.) Rail- 
ways has sold $7,750,000 of three-year 
7 per cent collateral notes, Series A, to 
a syndicate of New York and Chicago 
bankers. The notes are secured by the 
deposit with trustees of $10,134,000 first 
mortgage 6 per cent bonds, due in 1944, 


Interstate Again Passes Preferred 
Dividend.—The directors of the Inter- 
state Railways, Camden, N. J., have 
again passed the 3 per cent semi-annual 
preferred dividend. As was the case 
six months ago, when the preferred 
dividend was omitted, several of the 
leased companies have failed to pay 
their rental. 

Puts Dividend Action Over.—The di- 
rectors of the Youngstown & Ohio River 
Railroad, Leetonia, Ohio, on June 25 
deferred action on the dividend of both 
the $1,000,000 of outstanding common 
stock, and on the $1,000,000 of out- 
standing 5 per cent cumulative preferred 
stock, usually due at this time. The 
preferred disbursement, usually payable 
in April, last, was postponed this year 
till May 15. The road is classed as a 
short-line railroad. It is under federal 
control. 

Bondholders Buy Cincinnati Surbur- 
ban Road.—On June 26 Common Pleas 
Judge Wade Cushing approved the sale 
of the property of the Cincinnati, Mil- 
ford & Loveland Traction Company to 
the bondholders’ committee for $136,000. 
Before its future can be determined the 
Public Utilities Commission will have 
te act upon its application to abandon 
its line. L. M. Goldman & Company, 
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junk dealers of Danville, Ill., offered to 
make a higher bid on the property, but 
the conditions were such that the court 
could not consider them. 


Delving Into the Past.—The officers 
of the North Kankakee Electric Light 
& Railway Company, Kankakee, IIl., 
have received notice to appear before 
the Illinois Public Utilities Commis- 
sion and explain why a stock dividend 
was paid without securing permission 
of the commission. The stock dividend 
was voted about three years ago. The 
officers of the company say they took 
all necessary steps suggested by their 
attorneys. They did not understand 
that the permission of the commission 
was necessary. The company was capi- 
talized for $100,000. The paid-in capi- 
tel was $33,000 and an equal amount 
of bonds had been sold. After the bonds 
were paid off the stockholders voted 
to issue stock to the full amount of 
the capital authorized. Each stock- 
holder received three shares of new 
stock for each share that he held pre- 
viously. 


.Connecting Railways Passes Pre- 
ferred Dividend.——The committee of 
trustees of the Chicago City & Con- 
necting Railways, Chicago, IIl., has 
passed the dividend on the preferred 
shares. Members of the collateral 
trust committee said that there was no 
probability of the dividend question be- 
ing considered again until December, 
when a vote on the January payment is 
due. The dividend on the preferred stock 
is cumulative to the extent of $4.50 a 
year. This is the first time a dividend 
was ever entirely passed. Including the 
July payment of this year there is an 
accumulation of $8.50 of dividends due. 
In January, 1918, $1.50 was paid. Three 
per cent was paid in 1917, 3% per cent 
in 1916, and $2.50 in 1915. The last 
year in which the full $4.50 dividend 
was paid was 1918, and the last full 
semi-annual dividend was July, 1914. 
Nothing has been paid on the com- 
mon stock since July, 1912. 
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Scranton & Binghamton Bondholders 
Grganize—At the instance of bond- 
holders of the Scranton & Binghamton 
Railroad, Scranton, Pa. G. Tracy 
Rogers, Binghamton, N. Y., formerly 
president of the Binghamton Railway, 
has consented to organize a bondholders’ 
protective committee to conserve the in- 
terests of the bondholders on account of 
the fact that the company defaulted in 
the payment of interest due on June 1. 
The committee is made up of G. Tracy 
Rogers; H. G. Dunham, president of 
the People’s Savings Dime Bank, 
Scranton; F. W. Wollerton, president 
of the Union National Bank, Scranton; 
William L. Foster, president of the 
Miners Bank, Pittston, Pa.; W. L. Con- 
nell, president of the Connell Coal Com- 
pany, Scranton; F. L. Fuller, president 
of the Remington Railway Company; 
G. R. Bedford, Wilkes-Barre, attorney 
for the committee. Ford, Bacon & 
Davis, New York, will make a survey 
of the property. 


Empire United Reorganization Echo. 
—The Rochester & Syracuse Railroad, 
Syracuse, N. Y., on June 27 filed with 
the Public Service Commission for the 
Second District, a petition asking for 
the vacating of an order granted by 
the commission on Oct. 28, 1915, merg- 
ing the Empire United Railways, Inc., 
with the Monroe County Electric Belt 
Line Company. The petition recites 
that the Empire United Railways, Inc., 
was authorized to purchase the out- 
standing capital stock of the Monroe 
County Electric Belt Line and effect a 
merger. After the proceedings were 
commenced to merge the two companies, 
the Columbia Trust Company, New 
York, as trustee for mortgage bond- 
helders, commenced an action to fore- 
close a mortgage given to it by the 
Rochester, Syracuse & Eastern Rail- 
road to secure the issue of its first mort- 
gage bonds for $7,500,000 and it was 
stated in the complaint that the proper- 
ty claimed to be owned by the Monroe 
County Electric Belt Line Company was 
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actually owned by the Rochester, Syra- 
cuse & Eastern Railroad and subject 
to the lien of the mortgage. Judgment 
was entered declaring title to be 
in the Rochester, Syracuse & Eastern 
Railroad, and the property of the 
Rochester, Syracuse & Eastern Rail- 
road, together with the Monroe County 
Electric Belt Line, was sold under a 
judgment subject to the lien of the Col- 
umbia Trust Company’s mortgage. 


Would Divide Released Depreciation 
Fund.—Holders of income 5 per cent 
bonds of the New York (N. Y.) Rail- 
ways have organized under the lead of 
John Candler Cobb, Boston, Mass., for 
the purpose of bringing action to re- 
quire the company to distribute to 
holders of income 5s the reserve fund 
which was recently released by decision 
of the Court of Appeals in favor of the 
company against the Public Service 
Commission of the First District. As 
of June 30, 1917, the depreciation or 
accrued amortization of capital amount- 
ed to $3,127,258, equivalent to 10.20 per 
cent on the outstanding adjustment in- 
come bonds. The New York Railways 
is the successor to the reorganized 
Metropolitan Street Railway. The new 
company was required, before paying 
any interest on its income bonds or 
dividends on its stock, to set aside each 
month 20 per cent of its gross operating 
revenue for maintenance and deprecia- 
tion and, if this was not expended dur- 
ing the month, to credit the unexpended 
amount to an account called “Accrued 
Amortization of Capital.” The com- 
pany objected to the order on the 
grounds that the commission was with- 
out power to make it; that the required 
reservation was not always needed in 
full for the purposes designated and 
that the directors were the proper 
persons to determine the depreciation 
rate and amount of reserve. The court 
proceedings which resulted finally in 
releasing the accumulated depreciation 
fund were reviewed in the ELECTRIC 
RAILWAY JOURNAL of June 1. 


Electric Railway Monthly Earnings 


CITIES SERVICE COMPANY, NEW YORK, N. Y. 


PUGET SOUND TRACTION, LIGHT Ud POWER COMPANY, 


yar Jperating Operating Operating Fixed Net. ee ATTLE, bis 
eriod Revenue’ . Expenses Income Charges Income Operating Operating Cuerstiik Fixed Net 
a , May, 18 $1,925,285 *$38,361 $1, 886, 924 $5,898 $I, 881, 026 Period Revenue Expenses Income Charges Income 
12m are ne 1,565,425 *28/341 1,537,084 234 6,850 Im., Apr., 18 $903,655 — *$565,868 $337,787 $206,587 $131,200 
, (ae road ; 8 20,487,577 *390,023 20; 097,554 8,297 20 080! 257 Im., Apr., 717 754,687 *460,884 293,803 191,02 102,778 
m., May, 717 15,218,272 *287,038 14,931,234 42, 624 14,888,610 12m., Apr., '18 10,172,652 *6,306,622 3,866,030 2,412,336 1,453,694 
CLEVELAND, PAINESVILLE & EASTERN RAILROAD, 12m., Apr., ’17 8,571,266 *5,244,570 3,326,696 2,241,688 1,085,008 
WILLOUGHBY, OHIO SAVANNAH (GA.) ELECTRIC COMPANY 
Im., Apr., 718 $41,373 *$28,571 12,802 11.570 1,232 Im., Apr., 718 $92, He vty 704 $29,875 $24,746 $5,129 
Im., Apr., "17 45,089 *23,870 rats ETE $3504 Im., Apr., '17 968 1,554 25,414 23,908 1,506 
4m., Apr., 718 159,795 *110,254 49,541 45,631 3.919 | !2m., Apr., "18 A, 038, 134 #604 962 340,172 294,204 45,968 
4m., Apr., ’17 152,142 *91,916 60,226 46,778 13,448 | 12m., Apr., ‘17 867,963 _ *574,882 293,081 285, 198 7,883 
GALVESTON-HOUSTON ELECTRIC COMPANY, TAMPA (FLA.) ELECTRIC COMPANY 
GALVESTON, leg ren ai: Ye er S64 if aig 3e ane $5, rere $31,431 
Im., Apr., 718 205, * p., Apr, 30,706 
Re eed i, +5098. Stoeany ‘00505 $39,728 $28,777 | 12m, Apr., "18 997'985 574/850 423°096 «591265 «(3634831 
O2m., Apr. "18 2,265,272 *1,482,279 782,993 460,092 «322,901 | |» Apr. ’17 903,651 #337,088 446,56: 52,203 394,238 
t2m., Apr., 717 1, 952, 355 *]) 259, 273 693,082 440,411 252,671 REPUBLIC RAILWAY & LIGHT COMPANY, YOUNGSTOWN, OHIO 
HOUGHTON COUNTY TRACTION COMPANY, HOUGHTON, MICH. | |i» May, (18 $469,142 $338,765 $130,377 $100, 0,034 | $996,528 
m., May ; 
oa pee: ’ ‘4 $25,900 *$16, 396 $9,504 $4,010 $4,494 12m., May, 18 5,394, 109 53, 78 786 =: 1,618,323 I, 090, 959 616,044 
1am sig 18 340) mas #217'869 epee Fa aaaa 12m., May, ’17 4,228,747 *2) 623, 123 1,605,624 "895, 941 738,895 
12m., Apr.,.17 338, 476 *196,272 142/204 62,621 79,583 TWIN CITY RAPID TRANSIT COMPANY, MINNEAPOLIS, MINN. 
SHA a Im., May, '18 $804,783 *$536,420 $268,363 $160,777 $107,586 
: OROUGH RAPID TRANSIT COMPANY, NEW YORK Im., May, ’17 1,764 1,928 309,836 9,942 $ 91894 
Im., May, 18 $3,524,432 *$2,002,462 $1,521,970 $I, 186,854 4§$580,523 | 2m., May, 18 4, 039, 141 2, 972, 722 1,066,419 782, 468 283, 951 
ii Bie May, 17 as ale 496 a 712, 039 i 798, "857 1,023,779 854.317 5m., May, '17 4,322,748 *2,865,833 1,456,915 730,414 726,501 
ay, ’ 95,094 12) 366,041 £86, 794, 245 * Includes taxes. Includes non- ti incom Inch 
IIm., May, ’17 36, 608,909 *17,771 219 18,837,690 11,043,410 $§8,469,45U ' under rapid transit Rodtnte with alts napeiie taal Satins carmings pettis 
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Freight Rate Hearing 


Indiana Electric Roads Appeal for 
Freight Rates Similar to Those 
of Steam Lines 


Hearings on the petitions of Indiana 
interurban railways for an increase in 
freight rates to place their tariffs on a 
parity with those now in effect on the 
steam railroads were held before the 
Public Service Commission of Indiana 
on June 26 and 27. The following roads 
were represented at the hearing: 

Indianapolis & Cincinnati Traction 
Company. 

Evansville, 
Railway. 

Evansville Railway. 

Fort Wayne & Northern Indiana 
Traction Company. 

Chicago, South Bend & Northern 
Indiana Traction Company. 

Winona Interurban Railway. 

Terre Haute, Indianapolis & Eastern 
Traction Company. 

Union Traction Company of Indiana. 

Marion & Bluffton Traction Company. 

Ohio Electric Railway. 

Interstate Public Service Company, 

Indianapolis & Louisville Traction 
Company. 

Chicago, Lake Shore & South Bend 
Railway. 

Indiana Railways & Light Company. 

Fort Wayne & Northwestern Rail- 
road. 


Suburban & Newburg 


ELECTRICS GET UNDESIRABLE BUSINESS 


According to the testimony intro- 
duced, if the interurban freight rates 
continue to be lower than those of the 
steam railroads a great volume of un- 
desirable business would be attracted to 
the interurbans. It was pointed out 
that the electric roads: were not gen- 
erally equipped to handle the bulky and 
heavy freight business, and that such 
business was not profitable to them. 
The interurban companies are doing an 
express business at freight rates. 
While the higher freight rates were 
needed on the interurban lines to pro- 

_ duce additional revenue it was also 
necessary that the rates should be as 
high as those of the steam roads, so 
that the heavy freight matter would 
continue to be handled by the latter. 

Chairman E. I. Lewis of the commis- 

-sion called the attention of the electric 
railway men to the likelihood of numer- 
ous motor transportation fleets if in- 
terurban rates were raised to a point 
where the gasoline trucks could com- 
pete vigorously on light freight. As a 
means of shunting off the lower classi- 
fication freight, for example that in the 
last three classes, he inquired about the 
advisability of making the rates for 
classes 1, 2 and 3 prevail for classes 4, 5 
and 6. It was agreed it would be hard 
to predict the results of such a change. 


Traffic and Transportation 


A rather typical case of the condi- 
tions of many of the Hoosier electric 
lines was displayed in that of the 
Evansville Railways, which handles 
mostly a freight business. W. A. Car- 
son, vice-president and general manager, 
testified that his road had not paid 
dividends on either preferred or com- 
mon stock since it was constructed in 
1907. Each year the deficit grew larger 
and the road had not met interest on its 
bonded indebtedness for a year and a 
half. The net earnings decreased 59 
per cent last year. 

Suggestions that steam lines handle 
heavy freight and leave interurbans the 
lighter class of short-haul freight were 
made for consideration when conditions 
make such changes possible. 

The hearing is more or less prelimin- 
ary in character as the commission will 
look into the public records in this and 
other interurban cases before granting 
the increases asked. It is said that the 
electrics are courting federal control in 
that some of them have asked the In- 
terstate Commerce Commission to take 
a hand in obtaining for them the higher 
intrastate rates desired. 


Working to Better the Service 


The Kansas City (Mo.) Railways has 
made some progress on each of the 
three measures which it is advocating 
as a solution of the problem of better 
service. The board of control of the 
company has made up a complete list 
of all stops to be made under the pro- 
posed skip-stop plan. According to 
this system the average distance be- 
tween stops will be 600 ft., thus elim- 
inating 1400 stops and providing for 
a 38 per cent saving. A list of the 
stops and an explanation of the pro- 
posed change are printed for every line 
in the city and copies placed in the cars 
for the information of the public. The 
schedule was published in one of the 
newspapers. 

The continued advertisement of the 
“shop early’ measure has resulted in 
considerable relief during rush hours. 
Women seem to realize that it is to 
their own advantage and comfort as 
well as to that of the company and 
business people to shop between the 
hours of 9 a. m. and 4 p. m. and ar- 
range their plans accordingly. 

The company has continued its study 
of the industrial situation with a view 
to getting the staggered work-hour plan 
adopted by industrial plants and depart- 
ment stores. A complete list of the 
firms, together with the number of 
employees in each establishment, has 
been obtained, and the company is en- 
deavoring to prepare a work-hour 
schedule for all of its many lines for 
the purpose of lessening the rush-hour 
jam. 


All Missouri Pleads 


With P. J. Kealy as Spokesman Utilities 
There Place Their Case Before 
Missouri Commission 


A plea for higher rates and for 
other relief from war-time burdens 
was made to the Public Service Com- 
mission of Missouri last month by 
representatives of many utility cor- 
porations in Missouri, including the 
heads of large utilities of St. Louis, 
except the United Railways. That 
company recently obtained an increase 
of from 5 to 6 cents in fares. 

P. J. Kealy, president of the Kansas 
City Railways, the principal speaker, 
suggested four remedial measures, 
which, he said, when applied by the 
commission to the utilities, would give 
relief. A summary of them follows: 


Four REMEDIES SUGGESTED 


1. Request to municipal authorities 
to relieve the utility from franchise 
provisions requiring extensions and 
improvements when not necessary to 
maintain the present standard. 

2. Relief of utilities from all taxes 
except the general property tax. This 
would include special impost, car, mo- 
tor, gross income, street cleaning and 
sprinkling, park and paving taxes. 

8. To require monthly reports of all 
public utilities touching their earnings 
and disbursements so that speedy relief 
may be given when the earnings fail 
to give a fair return. 

4, Elasticity of rates to be granted 
through definite procedure so that they 
may be changed to meet the varying 
costs of fuel, money, labor and mate- 
rials. 

The resolutions adopted in May at 
St. Joseph by the Missouri Associa- 
tion of Public Utilities, asking that the 
utilities be granted increased rates in 
order to meet the increased cost of op- 
eration, were presented by a commit- 
tee. 


CLOSER PUBLIC RELATIONS DESIRABLE 


In his address Mr. Kealy pleaded for 
closer co-operation between the utili- 
ties, the public and the Public Service 
Commission. He gave a detailed ac- 
count of the conditions confronting the 
various utilities and declared that relief 
was necessary if they were to exist. 
Mr. Kealy said in part: 

“Conditions are rapidly shifting. No 
one can predict to-day what six months 
will disclose. There must be that close 
co-operation between the public, the 
regulatory bodies and the public utili- 
ties which will admit of prompt action 
on the part of you gentlemen, backed 
by the active support of our local 
councils and the public. 

“It is not a theory that confronts 
us. The utilities of Missouri are at this 
time facing bankruptcy. In all justice 
the men who have invested their money 
in this State should not be asked to 
pay for the privilege of serving the 
communities of Missouri with public 
service. Nor can they longer continue 
to do so.” 
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Six-Cent Fare for Kansas City 
Brief Review of Decision by Missouri Commission Allowing Flat 
Increase Over Fare Fixed in Model Franchise 


The Public Service Commission of 
Missouri on June 22 granted a 6-cent 
fare in Kansas City, Mo., to the Kan- 
sas City Railways. 


COMMISSION DIVIDED THREE TO Two 


The opinion was written by William 
G. Busby, chairman of the commission; 
and concurred in by Edward Flad, en- 
gineer, the member who had closely in- 
vestigated the problems of the com- 
pany, and by Noah W. Sumpson. Two 
members, E. J. Bean and David E. 
Blair, dissented. They held that the 
commission had no authority to handle 
such rate matters. 

As noted briefly in the ELECTRIC 
RAILWAY JOURNAL of June 29, the 6- 
cent rate is to go into effect on July 15 
for a year. At the end of the year the 
commission will continue the higher 
rate if still necessary or make other 
adjustment; intermediate adjustment 
may also be made. 


CHILDREN’S TICKETS AND TRANSFERS 
UNDISTURBED 


Under the decision, the company will 
continue to give universal transfers. 
The fare for children will continue at 
21%4 cents. The commission suggests 
that the company issue coupon books, or 
disks, for the convenience of the pub- 
lic. The company now has in circula- 
tion metal disks for half fares, and a 
small number of metal disks for full 
fare. 

Pending the arrival of disks, the fare 
machines on the cars will be adjusted 
to receive pennies, though the machines 
will not count the pennies. The con- 
ductors will, possibly, be charged 6 
cents for each nickle registered, so that 
they would be careful to see that the 
extra penny is deposited. Fares paid 
wholly in pennies would be registered 
on the overhead register. 


INCREASE APPLIES ONLY IN MISSOURI 


The fare increase applies only to 
Kansas City, Mo. The company has 
applied to the Kansas Utilities Com- 
mission for an increase for the busi- 
ness on the Kansas side. Pending ac- 
tion, an extra cent will be collected 
from 5-cent passengers boarding cars 
in Kansas City, Kan., for Kansas City, 
Mo., when the cars reach the State line. 
Passengers from Kansas City, Mo., 
will of course have paid 6 cents for 
their ride, whether intrastate or inter- 
state. % 

Following the application before the 
Kansas commission, the city of Kan- 
sas City, Kan., secured from Judge E. 
L. Fischer in the district court of 
Wyandotte County a temporary in- 
junction based on the contention that 
the commission had no jurisdiction. The 
commission’s attorney is fighting the 
injunction. A hearing on whether the 
injunction will be dissolved or. made 
permanent was set for June 29. 

The company promised its employees 
that if the fare increase were granted, 


wages would be raised not less than 5 
cents an hour. The matter of wage 
adjustment is now being worked out. 
The new wages probably will be estab- 
lished about Aug. 17, the date of last 
year’s readjustment. The employees 
are asking an increase in excess of 12 
cents an hour. Probably all employees 
receiving less than $1,800 a year will 
share in the advance. 


CRITERION FOR OTHER CASES 


The action of the Missouri commis- 
sion is taken as a reflection of the pres- 
ent Missouri position with reference to 
utility properties—that the public has 
learned the lesson that it needs the 
service of utilities, and is willing to pay 
the reasonable cost. The definiteness of 
this public opinion may be credited to 
the efficient publicity by the utilities of 
the State. The Kansas City Railways 
and the Kansas City Light & Power 
Company have presented their situa- 
tions openly and clearly to the public, 
through.the newspapers of the section, 
and by direct advertising means. In 
this work The Railwayan, published 
by the Kansas City Railways for dis- 
tribution among its patrons, was a 
potent factor. 


APPLICATION PENDING SINCE FEBRUARY 


The petition of the company to in- 
crease fares was filed with the com- 
mission on Feb. 14. The company said 
that the terms of its franchise with 
the city had been lived up to scrupu- 
lously for three years, but that on ac- 
count of the conditions imposed by the 
war it would be impossible with a fare 
limited to 5 cents to give the city the 
full advantages of the franchise pro- 
visions, make additions and improve- 
ments and allow the company to earn 
interest upon the money invested. It 
said that after the return to anything 
like pre-war conditions it would again 
be possible to carry out the provisions 


of the franchise with the passenger’ 


revenue based upon the 5-cent fare. 
The relief sought was to continue only 
so long as the commission determined 
the increase to be necessary to. meet 
the present abnormal situation. It ap- 
pealed, therefore, to the commission “to 
make a reasonable increase in fare 
* * * to be applied solely to the pay- 
ment of the increased expenses neces- 
sary to render first-class service.” 


HEARINGS BEGAN IN APRIL 


The evidence was heard by the en- 
tire commission on April 29 and 30 
and on May 9 and 10 at Kansas City 
and on May 27 at Jefferson City. The 
case was also briefed and argued by 
counsel for Kansas City and for the 
company. 

The city contended that the Public 
Service Commission had no jurisdiction 


_to regulate rates, the routing and the 


service of the railway and that the full 
power to regulate such rates, routings 


and service was vested in the law-mak-. 
ing authorities of Kansas City. It also 
contended that any attempt upon the 
part of the commission to change or 
modify the provisions of the franchise 
contract would be in excess of the 
power of the commission and would vio- 
late the constitution of the United 
States and the rights of Kansas City. 
In other words, the city contended that 
the State, by constitutional, statutory 
and charter provisions, surrendered its 
power and authorized the city and com- 
pany to fix irrevocably such rates by 
the franchise agreement so that the 
power of the State could not be re- 
sumed and exercised without the con- 
sent of the city during the thirty-year 
period of the franchise. 

In its decision the commission said 
it held in the case of the appeal of the 
United Railways, St. Louis, for an in- 
crease in fare that to construe the con- 
stitution authorizing the city by its 
ordinance to fix irrevocably the rates 
for the franchise period would be to 
construe that section as in conflict with 
the other provisions of the constitution 
which reserve the legislative and po- 
lice powers to fix rates to the State 
and provide that the charters of the 
cities shall always be in harmony with 
and subject to the constitution and laws 
of the State. In this connection it 
said: 

“That our construction of Sec. 20, 
Art. XII, was correct in the St. Louis 
case, supra, and the Knight case, infra, 
not only appears from the many decis- 
ions cited in our reports therein, but 
has since been demonstrated by two de- 
cisions of the Supreme Court of this 
State. State ex rel. City of Sedalia v. 
Pub. Serv. Com., as yet unreported; 
City of Fulton v. Publ. Serv. Com., as 
yet unreported. While Sec. 20 of Art. 
XII was not directly involved in these 
cases, yet we think that the reasoning 
of the court therein shows the correct- 
ness of our decision in the St. Louis 
case.” 


FIVE-CENT FARE INADEQUATE 


In conclusion the commission said: 

“We therefore conclude from the evi- 
dence before us that the maximum rate 
of 5 cents chargeable by the company 
for transporting adult intrastate pas- 
sengers within the limits of Kansas 
City, Mo., is insufficient to yield rea- 
sonable compensation for the service 
rendered and is unjust and unreason- 
able; and, having due regard, among 
other things, to a reasonable average 
return upon the value of the company’s 
property actually used in the public 
service, and to. the necessity of mak- 
ing reservation out of income for sur- 
plus and contingencies, the company 
will be permitted hereafter to charge 
for the period fixed in the order, as 
just and reasonable maximum rates for 
the service performed, a fare of 6 cents 
for transporting adult intrastate pas- 
sengers, and the present fare of 214 
cents for children in Kansas City, Mo. 

“We estimate that an increase of the 
Missouri intrastate adult fare to 6 
cents will increase the revenue $841,190, 
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which amount added to $680,057, 
shown above, will make the estimated 
net income $1,521,248 on the Missouri 
intrastate business. This amounts to a 
6 per cent return on about $25,000,000 
without allowance for contingencies or 
an increase in wages. 

“The zone system of rates is consid- 
ered by some to be more equitable than 
the flat rate, in that the fare in the 
former instance is approximately pro- 
portional to the distance traveled. How- 
ever, taking the community as a whole, 
it is very doubtful if the zone system of 
fares would be desirable. It would en- 
tail considerable adjustment of real es- 
tate values, change in living conditions, 
congestion in the inner zone, and addi- 
tional expense for the company. 

“A charge for transfers will not 
raise sufficient revenue, and it is con- 
sidered advisable to retain the univer- 
sal free transfer privilege. 

“The company will be required to is- 
sue coupon books or metal disks for the 
convenience of the public, without 
change of rate, to avoid delay and con- 
fusion arising from making change. 
The commission will require the com- 
pany to submit monthly statements 
setting forth full information upon 
revenue and expense during the month, 
for the purpose of controlling the situa- 
tion for the benefit of the public. 

“The commission will reserve full 
jurisdiction of every phase of this case 
and will reserve the right to modify 
any order entered herein, including the 
rate of fare herein allowed, whenever 
changed conditions shall justify. 

“An order will be entered in con- 
formity with these views.” 


New Albany Fare Order Modified 


The Public Service Commission of 
Indiana recently authorized the Louis- 
ville & Southern Indiana Traction 
Company, which operates the city lines 
in Jeffersonville and New Albany, to 
charge 5 cents straight for each pas- 
senger carried, instead of selling six 
tickets for a quarter. The commission 
also authorized the company to dis- 
continue giving transfers to the city 
cars from the interurban cars coming 
into either city, although the city 
transfers were not discontinued, and 
permitted the company to charge a 10- 
cent single fare between New Albany 
and Jeffersonville, with commuters’ 
tickets to be sold at 7 cents each, or 
twenty-five tickets for $1.75. 

C. L. Jewett, head of the New Albany 
city law department, sent a telegram to 
the commission, asserting that the rul- 
ing was oppressive and unfair to the 
residents. He recently received the fol- 
lowing reply: 

“On your motion we have suspend- 
ed the abolishment of the Jeffersonville 
transfers. We also concur in your sug- 
gestion that the purchase of twenty- 
five tickets at one time is excessive and 
are issuing an order for the selling 
of twelve tickets for 84 cents. You 
have done us a favor by bringing these 
matters to our attention.” 


Pittsburgh Railways Files Fare Brief 


Methods Of Collection—Objections to City’s Plan—Results to Be 
Obtained from Proposed Plan 


On June 17 the Pittsburgh (Pa.) 
Railways filed a brief in answer to the 
fare increase proposal made by the city 
of Pittsburgh, as mentioned in the is- 
sue of the ELECTRIC RAILWAY JOURNAL 
of June 15, page 1168. The brief be- 
gins by outlining the proposed methods 
of collection of fares, as described else- 
where in this issue, and continued in 
part as follows: 


COMPANY PLAN WILL SECURE THE 
FOLLOWING RESULTS: 


“1. It will procure the revenue required to 
operate the cars. 

2. It is simple and easily understood by the 
public. 

8. It enables all doors to be used so that 
passengers may enter and leave the cars 
promptly. 

4. It greatly simplifies the duties of the 
conductor. 

5. It avoids delays in the congested parts 
of the city. Any necessary delays due to 
the collection of fares are transferred to the 
outer districts where traffc is light. 

6. It makes possible the use of the fare 
box and registers—only one register being 
used at a time. 

7. All doors being used, it more evenly 
distributes the passengers throughout the 
length of the car. 


WHAT THE CITY PROPOSED 


To collect 5 cents for a ride wholly in the 
5-cent area; 5 cents for a ride wholly within 
the railway’s 7-cent area and 7 cents for a 
ride across the line dividing the areas— 
that is, a ride which extends from one area 
into the other area. 

The testimony indicates that the city has 
no definite idea how this plan is to be 
worked out, although Mr. Frank, on the 
stand, after considerable hesitation, sug- 
gested the following as a way in which he 
thought it might be accomplished. 


OUTBOUND TRIPS 


On outbound trips the collection of fares 
in the 5-cent area would be the same as that 
proposed by the company, namely, collect 
5-cent fare from each passenger as he left 
the car. In the 7-cent area each entering 
passenger would be handed a metal or other 
type of check which would permit him to 
leave the car and pay 5 cents instead of 7 
cents. 

INBOUND TRIPS 


On inbound trips in the T7-cent area, 7 
cents would be collected from each passen- 
ger as he entered the car. If the passenger 
left the car, however, in the 7-cent area, the 
conductor would pay back 2 cents per pas- 
senger as he left the car. If the passenger 
left the car in the 5-cent area, no refund 
would be given the passenger. In the 5-cent 
area the conductor would collect 5 cents 
from each passenger as the passenger en- 
tered the car, 


OBJECTIONS TO CITY’S PLAN 


OUTBOUND TRIPS 


(a) Passengers in the 7-cent area could 
not enter by the front door, for if they did 
go they could not get a check from the con- 
ductor. This would render useless the front 
door in the 7-cent area on outbound trips 
and would greatly delay the traffic. 

(b) The duties of the conductor would be 
multiplied very much since he would have to 
deal with the passengers in the 7-cent area 
when they entered the car and again when 
they left the car. If there were ten passen- 
gers to leave the car and as many to board 
the car at a stop, the conductor would be 
required to ~ive checks to the ten who were 
taking the car and at the same time collect 
the fares from the ten who were leaving the 
ear, both lines of passengers passing the 
conductor at the same time. 

(c) The conductor could give a check per- 
mitting the passenger to leave the car for 5 
cents to any party he might desire to pre- 
sent such check. As a matter of fact, he 
could also report any 7-cent fare as a 5-cent 
fare by simply adding one of these metal 
checks to the fare. 

(d) It would be necessary for him to have 
two registers for use in the 7-cent area and 
he could ring up any 7-cent fare on the 


5-cent register without anyone being the 
wiser. 


INBOUND TRIPS 


(a) If the passenger got off in the 7-cent 
area, the conductor would have to pay the 
passenger 2 cents as he got off the car. 

(b) A passenger in the 7-cent area would 
have to get off at the rear end of the car 
regardless of how full the car might be, re- 
sulting in delay and confusion. 

(c) How would the 2 cents rebate be ac- 
counted for? Would it be rung up on a 
2-cent register ; that is, would we then have 
three registers on the car, a 2-cent register, 
a 5-cent register and a 7-cent register? 

(ad) What would prevent the conductor 
from selling these 2-cent rebates to himself 
at 2 cents cash? 

(e) If an attempt were made to overcome 
this by requiring the passenger to drop his 
rebate check in the fare box as he left the 
car, what would prevent the conductor from 
dropping the rebate check in. the fare box 
and charging up the company for 2 cents 
for a 7-cent passenger whose fare had gone 
into the box? 

The testimony of the city was that there 
would be some decrease in revenue due to 
the 5 cents being collected in the T-cent 
area. The testimony of Mr. Frank was 
that his estimate of the decrease was $175,- 
000 a year. We believe tnat the decrease 
in revenue would be very much more than 
this sum, and it would be multiplied many 
times if the short rider were to be charged 
5 cents on other parts of the system where 
there would be just as much right for a 
variation from the 7-cent fare as there 
would be in the 7-cent Pittsburgh area. 

The objections to the various schemes out- 
lined above are operating difficulties which 
have not been overcome in any city in 
America. In no city has any such receipt 
method been adopted where large cars are 
used and many passengers handled. 

All these schemes further have the disad- 
vantage of rendering useless the fare boxes, 
since at least a part of the fares would 
either be collected from tne passengers by 
the conductor or some token would be col- 
lected, permitting the passenger to ride for 
less than 7 cents, this token, after all, being 
the same as money. 

If a 5-cent fare is to be allowed a short 
rider in the 7-cent area, the following in- 
consistencies will develop. 

1. The fare from Wilkinsburg to East 
Liberty would be 5 cents; the fare from 
East Liberty to Oakland would be 7 cents, 
unless the 5-cent limit be moved to the city 
side of Oakland, when some other com- 
munity then would have a discrepancy. 

2. Moreover, if the snort rider in the 
7-cent area in Pittsburgh be allowed to ride 
for 5 cents, then the short rider in Brad- 
dock, Homestead, etc., should also have the 
5-cent fare, which would very quickly mean 
that we would be back to the 5-cent fare 
everywhere excepting for the long rider in 
Pittsburgh, he being the only T7-cent rider, 
and instead of getting $2,500,000 increase 
in our revenue we probably would not get 
more than $1,000,000. After all, an analysis 
of the Hamilton Avenue line chart shows that 
a ride from Carnegie Library to the far side 
of Wilkinsburg would cost approximately 16 
cents; and it is surely just as unfair to the 
short rider to charge only 7 cents for this 
long, expensive ride as it is to charge the 
short rider 7 cents for a 5-cent ride in the 
7-cent area, 


Seven-Cent Fare Allowed 


The Public Service Commission of 
Massachusetts in a twenty-six page 
finding, dated June 29, has sanctioned a 
7-cent minimum rate for the Middlesex 
& Boston Street Railway, with the 
abolition of 6-cent tickets, and has ap- 
proved a i-cent transfer charge be- 
tween 7-cent and 8-cent lines, continu- 
ing the latter without change. In this 
decision the commission states that it 
is far from convinced that the com- 
pany’s proposed tariff plan is superior 
to the zone method of rate-making ad- 
hered to by many of the other large 
companies of the State. The decision 
will be reviewed in a later issue. 
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Buffalo Fares Before Court 


Effort to Secure Six-Cent Rate in That City Now Moving Toward 
Settlement Through Courts 


As the result of a decision handed 
down by Justice Herbert P. Bissell in 
the Supreme Court of Erie County, 
Buffalo, N. Y., on July 1, a referendum 
will be held by the voters of the city to 
determine whether or not the action of 
the City Council shall be repealed 
by which that body voted to suspend 
the operation of the franchise of the 
International Railway fixing a 5-cent 
fare and recommending to the Public 
Service Commission of the Second Dis- 
trict that a 6-cent fare be fixed within 
the city. 


APPEAL HEARD ON JULY 2 


An immediate appeal was taken by 
the International Railway and argu- 
ments were heard in the Appellate Di- 
vision at Rochester on July 2, the last 
day of the Appellate Court term for 
the summer. An early decision is ex- 
pected. Henry W. Killeen, of counsel 
for the International, says that if the 
Appellate Division affirms the judgment 
of the lower court, the case will be car- 
ried to the State Court of Appeals. 
This appeal would not act as a stay 
on the matter of a referendum. 

The 6-cent fare question in Buffalo 
got into the courts as the result of a 
friendly action started by the Inter- 
national Railway against the city in 
which the company asked for a writ of 
mandamus to compel the corporation 
counsel of the city to execute a stipu- 
lation of discontinuance of a proceed- 
ing now pending in the Supreme Court 
of Erie County for a review of the com- 
pany’s special franchise assessment 
for 1916. The city, under the terms of 
an agreement with the company at the 
time the 6-cent question was left with 
the Public Service Commission for set- 
tlement, agreed to discontinue the ac- 
tion. The corporation counsel of the 
city refused to execute the stipulation 
until the expiration of thirty days after 
the adoption of the resolution by the 
Council. Under a provision of the new 
city charter, any resolution disposing 
of property rights of the city, shall not 
become operative until after the expira- 
tion of thirty days, and it shall be re- 
considered and submitted to the elec- 
tors for their approval. 


No PROPERTY RIGHTS DISPOSED OF 


The International Railway main- 
tained through its counsel, Thomas 
Penney, vice-president, and Henry W. 
Killeen, of Penney, Killeen & Nye, that 
no property rights of the city were dis- 
posed of in the resolution and that the 
thirty-day clause and referendum were 
not effective in the case. A citizens’ 
committee was organized with fifteen 
members and five lawyers were engaged 
to co-operate with the municipal au- 
thorities in testing the legality of the 
matter. 

The decision of Justice Bissell is 
based upon the action started by the 
‘railway. The court denied the writ of 


mandamum asked by the company and 
incidently upholds the legality of the 
action taken by the City Council; holds 
that the Council’s resolution is subject 
to a referendum and also holds that 
property rights were disposed of by the 
city when the 6-cent fare action was 
taken. 

Before a referendum can be held, 
however, ‘petitions must be filed signed 
by voters, representing at least 5 per 
cent of the entire number of votes cast 
for all candidates for Mayor at the 
last preceeding election. Petitions 
have been in circulation since the action 
was taken by the Council on June 18, 
and it is stated these petitions now bear 
more than 10,000 names, about three 
times the number required by law. 

One important point in the court’s 
ruling is the fact that a City Council 
has the right to agree by resolution 
to amend a franchise with a railway 
and can grant the Public Service Com- 
mission right and power to fix a higher 
rate of fare. Without this power, the 
court holds, the Public Service Commis- 
sion is without authorization to act. The 
decision upholds the contention of the 
city law department and defeats the 
efforts of the International Railway to 
secure permission from the Public 
Service Commission for an order to 
charge a 6-cent fare immediately pend- 
ing the commission’s investigation and 
the final determination of what a just 
and reasonable fare should be. 


PRESIDENT CONNETTE SEES 
POSSIBLE CHAOS 


In a statement to the Mayor of Buf- 
falo, E. G. Connette, president of the 
International Railway, said that if the 
decision of the Supreme Court of Erie 
County is upheld by the Appellate Di- 
vision, it will warrant the directors of 
the International Railway in withdraw- 
ing the wage advance recently granted 
the company’s employees until the fi- 
nal determination of the 6-cent fare 
controversy. Such action on the part 
of the company’s directors will prob- 
ably mean a strike of motormen and 
conductors. The situation would then 
revert back to the time when the 
Government sent a representative to 
Buffalo to bring the company and the 
City Council into agreement. Follow- 
ing the entrance of the Government 
into the matter previously the Council 
approved the resolution which waives 
the provision of the company’s fran- 
chise which fixes a 5-cent fare and 
gives the question of determining a 
just and proper rate of fare to the Pub- 
lic Service Commission. 

Arguing the appeal before the Ap- 
pellate Division in Rochester on July 
2, Henry W. Killeen, of counsel for the 
International Railway, said that if the 
voters of Buffalo were allowed to vote 
on the question of affirming the action 
of the City Council, the 6-cent fare 
would be overwhelmingly defeated. He 


declared that if the question was given 
to the voters and they decided ad- 
versely, war industry in Buffalo would 
be sorely crippled for a strike of the 
company’s employees would be inevit- 
able. Mr. Killen told the judges there 
were about 140 industrial plants in the 
city serving war ends and in these 
plants are 80,000 men and women who 
would be affected by a strike. Mr. Kil- 
leen declared that the wage increase 
of 8 cents an hour would mean $800,000 
a year to the railway. If there is de- 
lay, such as would be occasioned by a 
referendum, the company could not af- 
ford to pay the $2,000 a day that the 
raise in wages represents. 


New York City Lines Appeal 


Surface Lines Included in Old Metro- 
politan Street Railway System 
Ask Fare Increase 


Frank Hedley, vice-president and gen- 
eral manager of the New York (N. Y.) 
Railways, on June 27 filed with Mayor 
Hylan a petition requesting, on behalf 
of the New York Railways, that for the 
period of the war and one year there- 
after the Public Service Commission 
be permitted to determine rates of fare 
on lines of the New York Railways re- 
gardless of existing municipal agree- 
ments and franchises. 


PETITION SHOWS FINANCIAL DEPLETION 


The petition filed with Mayor Hylan 
says in part: 

“Since the organization of the New 
York Railways to date no dividends 
have been paid upon its stock, and since 
June 30, 1916, no interest has been 
paid upon its 5 per cent adjustment 
bonds, Efficient regulation of public 
utilities must provide for a fair return 
to the investors and adequate service 
to the public. 

“The New York Railways has been 
compelled to meet increases in taxes 
and increases in the cost of labor and 
material while its revenues have been 
decreasing. The period has now been 
reached where it cannot out of earnings 
meet its fixed charges prior to its ad- 
justment bonds without any return upon 
its adjustment bonds or stock. 

“Gross receipts have been diminish- 
ing, and, based upon the trend, the esti- 
mated deficit in the interest on the first 
mortgage 4 per cent bonds for the year 
ending June 30, 1918, will be $67,254. 
The company, notwithstanding this de- 
ficit, will be able to pay the interest due 
on July 1 out of funds realized from the 
settlement of the former receivership 
of the properties. Such funds, however, 
will not be sufficient to pay the interest 
on the first mortgage bonds during the 
six months following June 30, 1918. The 
service cannot be efficiently maintained 
without an increase in revenue. 


COMPANY AT END oF Hope 


“We are now almost at the end of our 
resources. The actual figures of our 
condition and the difficulties that con- 
front us are open for inspection and 
confirmation, and we ask relief only 
adequate to meet our necessity.” 
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County Clerk William F. Schneider, 
in a letter to Mayor Hylan and Theo- 
dore P. Shonts, president of the railway, 
bearing on the question of raising fares, 
brings up the point, that the subway 
loses money on the passenger who rides 
for a long distance, and says that under 
the zone system the burden would not 
fall upon the rest of the passengers. 
In the course of his letter William 
Schneider said: 

“Everyone concedes that the wages 
of the railway employees must 
be increased, and it seems equally true 
that present fares will not permit such 
increases. It is also important to take 
into consideration the economic status 
of those who pay the employee namely, 
the users of the traction lines, and in 
justice to all approach this question 
with an angle of vision taking in both 
sides. With this in mind, I am sug- 
gesting that before deciding upon a 
general increase to 6 cents for all rides, 
would it not be advisable first to con- 
sider whether it is not feasible to work 
out a plan of zone charges, thereby 
bringing up the rides showing a loss to 
profit rides.” 


Transportation 


News Notes 


Birmingham Fare Election on July 
22.—The matter of a 6-cent fare for the 
Birmingham Railway, Light & Power 
Company, Birmingham, Ala., will be 
submitted to the voters at an election 
to be held on July 22. 


Trainmen Help Auto Crusade.—C. B. 
Quinn, Commissioner of Fire and Police 
of Memphis, Tenn., is trying to enlist 
the co-operation of the employees of 
the Memphis Street Railway in an 
effort to stop violation of the auto law. 


Would Increase Long Island City 
Fares.—The New York & Queens 
County Railway, Long Island City, N. 
Y., has filed with the Board of Esti- 
mate & Apportionment of New York a 
petition for permission to increase 
fares. 


Wants Six-Cent Fare in Lockport.— 
The International Railway, Buffalo, 
N. Y., has filed a petition asking for 


~ the approval by the Public Service Com- 


mission for the Second District of a 6- 
cent fare in Lockport. The commission 
will grant a hearing upon the petition. 


Preparing for Traffic Survey at Day- 
ton.—Ross W. Harris, Madison, Wis., 
was in Dayton, Ohio, on June 28 in con- 
ference with City Manager Barlow and 
Director of Law W. S. McConnaughy in 
regard to the survey he is to make in 
order to determine whether the electric 
railways there are entitled to a higher 
rate of fare. 


Wheeling Hearings on July 8.—Hear- 
ings will be held at Charleston on July 
8 before the Public Service Commission 


of West Virginia on the application of 
the Wheeling Traction Company for 
permission to increase fares on the 
lines referred to in the item published 
in this paper for June 29, page 1256. 


Fare Increases Suspended Pending 
Hearing.—The New Bedford & Onset 
Street Railway tariff, effective on June 
30, and the East Taunton Street Rail- 
way tariff, effective on July 1, both pro- 
posing increased rates of fare, have 
been ordered suspended by the Public 
Service Commission of Massachusetts 
until Aug. 1, pending a hearing on 
July 10. 


It Costs 5.55 cents for Each Mon- 
treal Passenger.—The Montreal (Que.) 
Tramways Commission has presented 
a series of statements in support of 
its conclusion that it will cost 5.55 cents 
to carry each passenger expected to 
ride on the lines of the Montreal Tram- 
ways in the next twelve months. The 
commission is expected to announce a 
new scale of fares shortly. 


Wants to Adopt Steam Rates.—The 
Railway Commissioners held a hearing 
in Montreal, Que., on June 10 to con- 
sider the application of the Montreal & 
Southern Counties Railway for permis- 
sion to advance the passenger and 
freight rates over the company’s lines 
“in the same manner and to the same 
extent as has been permitted by the 
board in the case of steam railways.” 


Raleigh Would Charge Seven Cents.— 
The Carolina Power & Light Company, 
Raleigh, N. C., has filed with the Cor- 
poration Commission a petition for per- 
mission to increase cash fares in 
Raleigh to 7 cents with four tickets 
for 25 cents and half fare of 7 cents 
for the round trip for school children. 
The present fare is 5 cents with 
twenty-five tickets for 90 cents and 
round-trip school tickets for 5 cents. 


Five-Cent Fare Again in Des Moines. 
—The Des Moines (Ia.) City Railway 
has won temporarily at least its fight 
for a straight 5-cent fare. After being 
compelled to restore the sale of tickets 
for one week the company received au- 
thority from the City Council to charge 
5 cents and to refuse to sell tickets. 
The Council action was not unanimous, 
and the one dissenting member prom- 
ises further action on fares. 


Elmira Surburban Rates Suspended. 
—Publie Service Commissioner Fennell 
gave a hearing in Elmira on June 24 
upon complaint against the Elmira 
Water, Light &. Railroad Company, 
Elmira, N. Y., over increased rates 
which the company proposes to make 
effective between Horseheads and 
Elmira and between Horseheads and 
Clark’s Glen and Elmira Heights. The 
commission suspended operation of the 
rates until July 20 pending the investi- 
gation. 

Women May Be Used in Quincy.—The 
Quincy (Ill.) Railway, controlled by the 
Illinois Traction System, contemplates 
using women in the train service be- 
cause of its inability to secure sufficient 
men to fill the regular schedule. The 
company operates twenty-two motor 
ears. It is proposed to use women only 


as conductors. A number of applica- 
tions from women for these positions 
are now being considered. The same 
rate of wages will be paid to women 
as to the men. 


Key Route Skip Stops on Survey 
Basis—The San _ Francisco-Oakland 
Terminal Railways, Oakland, Cal., in 
introducing the skip stop on its city 
lines has- done so in accordance with 
careful traffic surveys. Ordinarily 
this works out to a stop every other 
block or eight to the mile. The reason 
for the change and its coming was 
discussed in Key System News and by 
printed notices in cars. The public has 
made very little complaint. Various 
revisions in schedules are in prospect 
as the result of the skip stop. 


Colorado Increase Allowed. — The 
Public Utilities Commission of Colorado 
has authorized the Denver & South 
Platte Railway, Denver, Col., to in- 
crease the fare between Englewood 
and Littleton from 5 cents to 10 cents. 
Englewood patrons may ride to Pres- 
cott, which is half-way between the 
towns, for 5 cents. Another 5-cent fare 
will be collected between Prescott and 
Littleton. Commutation fare books be- 
tween Englewood and Littleton for 
twenty-five single fares for $1.50, with 
a ninety-day limit, will be issued. 


Strict Jitney Regulatory Measure.— 
Jitneys running on the same streets 
with electric railway cars must cover 
the same distance each trip as do the 
electric cars, according to the jitney 
ordinance read for a second time by 
the Council of Sioux City, Iowa, dur- 
ing the week ended June 8. Over the 
protest of Mayor Short, who claimed 
that the jitney owners’ bond was to be 
fixed at $3,000, the Council fixed the 
bond at $5,000. The meaasure was to 
come up for final passage within a few 
days. The indications were that it 
would be passed, 


Rate Advance at Byllesby Properties. 
—Since Sept. 1, 1917, increased rates 
for utility service have become effec- 
tive at 297 communities served by the 
following properties managed by H. M. 
Byllesby & Company: Fort Smith 
Light & Traction Company, Mobile 
Electric Company, Northern States 
Power Company, Oklahoma Gas & Elec- 
tric Company, Ottumwa Railway & 
Light Company, Puget Sound Gas Com- 
pany, San Diego Consolidated Gas & 
Electric Company, Tacoma Gas Com- 
pany and the Western States Gas & 
Electric Company. 


Seeking a Middle Ground for the 
Jitneys.—The committee recently ap- 
pointed by Mayor Hansen of Seattle, 
Wash., to devise a plan for municipal 
regulation of jitney transportation in 
Seattle has held its initial meeting. It 
is intimated by the committee that city 
regulation would not only result in 
solving the transportation problem of 
the city, but might so change conditions 
that the jitney business would be more 
profitable for its operators. It is ex- 
pected that the amount required by cas- 
ualty companies in payment for bonds 
may be reduced. 


ELECTRIC RAILWAY JOURNAL 


Vol. 52, No. 1 


eo eee 


Wants to Increase Suburban Fares.— 
The Alabama City, Gadsden & Attalla 
Railway, Gadsden, Ala., has filed a 
petition with the Public Service Com- 
mission of Alabama for authority to 
increase its rate between Gadsden and 
Attalla from 10 cents to 15 cents. The 
petition also asks authority to increase 
the rate between Gadsden and Alabama 
City from 5 cents to 7% cents. The 
company is not asking at this time for 
an increase of its rates within the 
city limits of the three towns, but di- 
rects attention to the fact that the in- 
crease of 5-cent fares to 6 cents is be- 
coming general. 


North Carolina Fare Increase AI- 
lowed.—The Corporation Commission of 
North Carolina has granted the re- 
quest of the Tide Water Power Com- 
pany, Wilmington, N. C., to increase 
fares. The city fares have been in- 
creased from 5 cents to 7 cents. The 
gas rate has been increased from $1.35 
to $1.65 net per 1000 cu.ft. The round- 
trip fare from Wilmington to Wrights- 
ville Beach has been increased from 35 
cents to 40 cents. The application of 
the company was noted in this paper for 
June 1, page 1074. 


State-Wide Campaign in South Caro- 
lina.—The principal electric railway 
companies of South Carolina have un- 
dertaken a joint campaign of informa- 
tion on the need for increased revenue 
and modification of franchise restric- 
tions as a result of the increased oper- 
ating costs. The regulation of fares 
in South Carolina is a municipal func- 
tion. The campaign is under the di- 
rection of Glenn Marston, New York. 
It is planned to ask for a joint con- 
ference between city officials and public 
utility executives for the discussion of 
utility problems and their remedies. 


Rate Raise for California Company. 
—The Central California Traction 
Company, San Francisco, Cal., has been 
authorized by the Railroad Commis- 
sion of California to raise its rates to 
a level with those ordered for the 
government-operated carriers. This 
amounts to 10 per cent on passenger 
fares and 25 per cent on freight rates. 
The company was the first of the in- 
terurbans in the State of California to 
apply for rate equality with the govern- 
ment railroads. The San Francisco- 
Oakland Terminal Railways applied for 
higher fares before the government rate 
policy was announced. 


West Virginia Interurban Would In- 
crease Fares.—The Charleston, (W. 
Va.) Interurban Railway has filed ap- 


plication with the State Public Service. 


Commission, in which the company asks 
to be allowed to increase rates on the 
Cabin Creek and St. Albans lines. On 
the Cabin Creek branch, from Charles- 
ton to Dana, the company wants to in- 
crease rates from 5 cents to 10 cents; 
on the line running from Charleston to 
Cabin Creek Junction, from 30 cents 
te 35 cents.. The company wants to in- 
crease rates on the St. Albans line, from 
Charleston to Stop 9, from 5 cents to 
10 cents, and from Charleston. to St. 
Albans from 20 cents to 25 cents. 


Mayer Takes Broad Attitude on 
Fares.—Mayor George S. Karb of Col- 
umbus, Ohio, is not in sympathy with 
members of the Council who are op- 
pesing a temporary increase in the rate 
of the fare in order to tide the Colum- 
bus Railway, Power & Light Company 
over until some kind of a new contract 
is agreed upon for the future. In a 
letter written to that body, for consid- 
eration at its meeting on June 28, the 
Mayor took the broad view that nothing 
should be allowed to restrict activities 
at this time and that special thought 
should be given to the convenience of 
workmen in reaching the shops, so that 
production of war essentials shall not 
suffer. 


Boston & Worcester Presents Its 
Case.—Pleading that recent in- 
creases in expenses, including wages, 
have made absolutely necessary further 
increases in fares, officials of the Bos- 
ton & Worcester Street Railway ap- 
peared before the Commission of Mas- 
sachusetts on June 25 and asked that 
body to approve a new fare schedule 
making the basis of fare 2% cents a 
mile, an increase of 25 per cent over 
present fares. It is intended, how- 
ever, to retain the present fare of 6 
cents for single-fare limits. One of 
the reasons advanced by the company 
for immediate action is that its em- 
ployees have asked for an increase in 
wages, to make their pay equal to that 
of employees of. the Worcester and 
Springfield systems, recently estab- 
lished by Henry B. Endicott as noted 
in the ELECTRIC RAILWAY JOURNAL for 
June 22, page 1202. 


One-Man Cars for Sheboygan.—The 
Railroad Commission of Wisconsin has 
authorized the Eastern Wisconsin Elec- 
tric Company to operate the cars of the 
city lines at Sheboygan, Wis., with one 
man. The hearing of the application of 
the company was held on May 17. 
Testimony was presented showing that 
the net earnings of the city lines had 
fallen off 54 per cent in the last year. 
The equipment to be used for the one- 
man operation is the regular equipment 
of the company, which is suitable be- 
cause of the light riding. In discussing 
the question of steam railroad cross- 
ings, the commission stated that a 
good view of approaching trains could 
be had by the motorman at all crossings 
except one if the car was stopped at 
a reasonable distance from the tracks. 
The one exception is at the crossing im- 
mediately north of the passenger sta- 
tion. The company signified its inten- 
tion of employing a crossing flagman 
at this point. 


Another Move in Jersey Regulation 
Case.—Chancellor Walker of the Court 
of Errors and Appeals of New Jersey 
has allowed an application made by 
Arthur F. Egner for a writ of error, 
carrying the recent decision of the 
Court of Errors and Appeals in the At- 
lantic Coast Electric Railway and Brad- 
ley Beach case to the United States Su- 
preme Court. The writ was then filed 
in the United States Court. This is 
the case in which the Errors Court up- 


held the power of the Board of Pub- 
lie Utility Commissioners to abrogate 
franchise contracts. It involved an 
order requiring transfers to be issued 
by the railway. The company con- 
tended that was in effect a reduction of ~ 
fares. The State Supreme Court up- 
held the inviolability of the franchise 
contract, but the ruling was reversed 
by the Court of Errors and Appeals. 
The case was referred to in the ELEc- 
TRIC RAILWAY JOURNAL for June 22, 
page 1208. 

Public Willing to Pay the Price.— 
Mayor Hylan and Comptroller Craig 
of New York City and Borough Presi- 
dent Connolly of Queens discussed the 
case of the New York & North Shore 
Traction Company for two hours re- 
cently before a crowd that packed the 
court room in Flushing, Long Island. 
The company has asked the city to al- 
low it to charge 7 cents instead of 5 
cents on its cars between Flushing and 
Whitestone and Flushing, Bayside and 
Little Neck. The purpose of the meet- 
ing in Flushing was to hear whether 
the public was willing to pay 7 cents or 
preferred to have the line abandoned. 
At the close of the meeting, Mayor Hy- 
lan put the question to a vote, and those 
present voted unanimously to increase 
the fare to 7 cents. Mr. Connolly ex- 
plained that the reason the application 
of the company was before the Board of 
Estimate was that the Court of Ap- 
peals in the so-called Rochester case’ 
had ruled that the Public Service Com- 
mission had no right to grant an in- 
crease of fare and that an increase 
could only be obtained by a modification 
of a franchise by the Board of Esti- 
mate. 


Joint I. T. S.-New York Central 
Rates.—Establishment of joint rates 
from the Illinois Traction System to all 
points on the New York Central Lines 
is practically certain to follow a tem- 
porary report issued by the examiner 
for the Interstate Commerce Commis- 
sion who has been hearing the merits 
of the case. Should the commission’s 
final order follow the recommendations 
of its examiner the Illinois Traction 
System will be in position to quote 
through rates to any point on the New 
York Central Lines. This will mean 
that elevators located on the Illinois 
Traction System and the many other 
industries in the company’s territory 
will be given an outlet to the Eastern 
trade territory which they have not 
hitherto enjoyed, via Illinois Traction 
and the Big Four Railway. The merits 
of the case were largely based upon 
the suit instituted against the Big Four 
Railway jointly by the Illinois Traction 
System and the Lourie Manufacturing 
Company, Springfield, Ill., whose fac- 
tory is located at Fetzer, Ill., a suburb 
of Springfield. The order of the Inter- 
state Commerce Commission favored 
the establishment of joint rates in this 
particular case and efforts were then 
made by the Illinois Traction System, 
with the assistance of the Chamber of 
Commerce of Springfield, to broaden 
the order to include joint rates from all 
points. ‘ 
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Boston Elevated Trustees Organize 


Careers of Men Who Have Taken Over Boston Elevated Railway 
Reviewed Briefly 


The trustees appointed by Governor 
McCall of Massachusetts to manage 
the Boston (Mass.) Hievated Railway 
under the recent state control act as- 
sembled on July 1 at the company’s 
offices for organization and at once 
took over the administration of the 
road’s affairs. Former Lieut.-Gov. Louis 
A. Frothingham was elected chairman 
of the board and Stanley R. Miller was 
elected secretary. The other members 
of the board are William M. Butler, 
John F. Stevens and Galen M. Stone. 
The trustees voted to continue in 
office for the present all the officers 
and employees of the company, includ- 
ing President M. C. Brush. 

The trustees were in session about 
two hours and a half. It is understood 
that much of their time was devoted to 


in 1911 -he served as Lieutenant-Gov- 
exnor, and in the last year ran for 
Governor, but was defeated. He is an 
overseer of Harvard College and is 
president of the Blackstone Savings 
Bank. 

Galen L. Stone is a member of the 
banking firm of Hayden, Stone & Com- 
pany, Boston. He is a director of the 
Boston Elevated Railway, a member of 
the executive committee of the Massa- 
chusetts Electric Companies, and is a 
director of numerous steamship, coal, 
textile and industrial-chemical com- 
panies. 

William Morgan Butler is president 
of the Boston & Worcester Street Rail- 
way. He was educated at Boston Uni- 
versity Law School. He served in the 
Massachusetts House of Representa- 


BOSTON ELEVATED TRUSTEES 
Front row, seated, left to right—William M. Butler, L. A. Frothingham 
J 


ohn F. 


(chairman), 
Stevens 


Back row, standing, left to right—Galen L. Stone, Stanley R, Miller 


matters requiring immediate attention, 
such as the preparation of the new fare 
schedule which must be promulgated 
within: sixty days and various labor 
matters which are to be adjusted with 
’ the employees. 

The personnel of the board is of 
much interest. Chairman Frothing- 
ham, former Lieutenant-Governor of 
Massachusetts, is a lawyer by profes- 
sion. He is a native of Jamaica Plain, 
forty-six years of age, and was edu- 
cated at Harvard College and Harvard 
Law School, graduating from the latter 
in 1896. For a short time he was pri- 
vat2 secretary to Congressman W. C. 
Lovering, and in 1898 was assistant 
attorney for the Metropolitan Park 
Commission. In 1901 he was elected 
to the Massachusetts House of Repre- 
sentatives, and he served four years, 
the last two of which he was speaker. 
He was the Rennblican candidate for 
‘Mayor of Boston in 1905. From 1908 


tives in 1890 and 1891 and in the State 
Senate from 1892 to 1895, being presi- 
dent of the latter for the last two 
years. Mr. Butler is a trustee of the 
Massachusetts Lighting Companies and 
is a member of the law firm of Butler, 
Cox, Murchie & Bacon, Boston. He is 
president of the Boston & Worcester 
Electric Companies, a trustee of Bos- 
ton University, and a director of vari- 
ous insurance, textile and banking or- 
ganizations. 

John F. Stevens is president of the 
Boston Central Labor Union, a member 
of the executive committee of the Mas- 
sachusetts Committee on Public Safety, 
business agent and president of the 
Stone Cutters’ Union, president of the 
Building Trades Union, a member of 
the War Efficiency Committee, and 
member of the Exemption Board in 
the Roxbury district of Boston. As an 
executive member of the Public Safety 
Committee he has been influential in 


strike prevention work in Massachu- 
setts during the last fifteen months. 

Stanley R. Miller was private sec- 
retary to Governor McCall, and previ- 
ously his law partner. He was gradu- 
ated from the Harvard Law School in 
1906. For a time he was in the law 
office of Fish, Richardson, Herrick & 
Neave. Mr. Miller was active in the 
final shaping of the Boston Elevated 
act in conjunction with the Attorney- 
General of Massachusetts. 

Governor McCall made this state- 
ment relative to his selections: 

“The making up of this board has 
been difficult not so much from the 
number of applicants to select from as 
from the difficulty of securing the men 
I wished. I believe the outcome is a 
good board. 

“Mr. Frothingham is a man who will 
command general respect for his fair- 
ness and purpose to do just the right 
thing. Mr. Stone and Mr. Butler are 
excellent business men, the one an emi- 
nent financier and the other a practical 
street railway man. 

“Mr. Stevens is a representative of 
labor. It seems to me that when the 
Commonwealth was appointing a board 
to operate a great public utility, there 
should be a man who could take the 
viewpoint of the men who do the work. 
I know they will appreciate and recog- 
nize him in the work of direction. Of 
course, Mr. Stevens goes on as a trustee 
representing all interests under the 
law. He has done excellent work upon 
the public safety committee. 

“Mr. Miller has been my secretary 
for three years. He has had much to 


do in connection with the Attorney- 
General in the final shaping of the 
legislation. Methodical and conscien- 


tious in the transaction of business, I 
do not know his superior, and he will 
be of great use to the board.” 

Henry B. Endicott said in a state- 
ment which he made public: 

“May I offer a word of caution to 
the public? I have had occasion to 
study this situation. These men are 
not going to have an easy job—I am 
sure they realize it—and the public 
must have patience. There are not 
going to be any more seats in the cars 
next month just because these men 
have been appointed, nor will there be 
any more seats next winter. There will 
be just as many straphangers. It is 
impossible to place orders to-day that 
will add sufficiently to the equipment 
so that the public will notice any ma- 
terial benefit for a long time to come. 
It is just as well for the public to 
realize that at this time and to pre- 
pare to be patient. 

“There isn’t the slightest doubt, from 
my investigations, but that fares will 
have to be raised, and raised very ma- 
terially. 

“There is one thing I am sure these 
men will de—they will keep the public 
informed at all times of the exact sit- 
uation. When the public realizes the 
situation and the necessity for the dif- 
ferent moves I feel sure they will not 
criticise. It is everybody’s duty to give 
these men all the help possible because 
they have a hard task ahead of them.” 
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L Personal Mention 


r. Weatherwax Elected 


Vice-President United Traction Com- 
pany, Albany, Made President 
New York Association 


H. B. Weatherwax, who was elected 
president of the New York Electric 
Railway Association at the Bluff Point 
convention at its June 22 meeting, 
entered the electric railway field from 
the steam railroad side, like a number 
of other prominent electric railway 
executives. He is still actively con- 
nected with many of the subsidiary 
cerporations of the Delaware & Hud- 
son Company outside of its electric rail- 
way enterprises, and although only 
thirty-six years old is vice-president 
and director of some seventeen of these 
companies. Among them are: United 
Traction Company of Albany and Troy, 


re eee 


H. B. WEATHERWAX 


Hudson Valley Railway, Troy & New 
England Railroad, Plattsburg Traction 
Company, Chateaugay Ore & Iron Com- 
pany, Champlain Transportation Com- 
pany, Lake George Steamboat Com- 
pany and the Fort William Henry 
Hotel Company. Mr. Weatherwax 
was born in Van Etten, N. Y., but 
spent his early life at Cortlandt, N. 
Y. His first railroad service was with 
the New Jersey Central Railroad in 
its traffic department. He left that 
company on June 1, 1908, to enter the 
traffic department of the Delaware & 
Hudson Company at Albany, first as 
special agent and then as chief clerk: 
In June, 1913, he was made industrial 
agent and a year later became vice- 
president of several of the subsidiary 
companies of the Delaware & Hudson 
Company. Since his entry into elec- 
tric railway work Mr. Weatherwax 
has taken an active part in the work 
of the New York Electric Railway 
Association, and during this past year 
has been first vice-president of the 
association as well as a member of its 
important committee of ten on ways 
and means to obtain additional revenue. 


A. G. Smith, formerly of the Pa 
eral Electric Company, has been ap- 
pointed electrical engineer of the Boston 
& Albany Railroad, with headquarters 
at Boston, Mass. 


Riece Ridgely has been appointed 
superintendent of the Arkansas Valley 
Railway, Light & Power Company at 
Ordway, Col., succeeding H. H. Lyons, 
who has entered the government ser- 
vice. 


Jacob E. Burkley, who was master 
mechanic of the West Virginia Traction 
& Electric Company, Wheeling, W. Va., 
for a number of years, has resigned to 
engage in work not connected with the 
railway industry. 


F. M. Hamilton, formerly superin- 
tendent of the department of accident 
investigation of the Puget Sound Trac- 
tion, Light & Power Company, Seattle, 
Wash., has been appointed assistant to 
the general superintendent of railways. 


E. A. MacMillan, superintendent of 
the Stroudsburg, (Pa.) Traction Com- 
pany, has enlisted in the Royal En- 
gineers of the British Expeditionary 
Force and will proceed to England 
shortly to enter: the officers training 
corps. 

W. H. McAloney, Halifax, N. S., 
formerly superintendent of rolling 
stock of the Denver (Col.) Tramway, 
has been appointed superintendent of 
rolling stock of the Winnipeg (Man.) 
Electric Railway to succeed George 
Garrett, resigned. 


James Robinson has been promoted 
to master mechanic of the West Vir- 
ginia Traction & Electric Company, 
Wheeling, W. Va., succeeding Jacob E. 
Burkley. Mr. Robinson received his 
training in the Wheeling shops and 
prior to his promotion was shop fore- 
man. 


Obituary 


Wilford Phillips, for seventeen years 
manager of the Winnipeg (Man.) 
Electric Railway, is dead. In March, 
1890, Mr. Phillips accepted a position 
with the Metropolitan Railway, North 
Toronto, and remained with the com- 
pany until July, 1892. He then accepted 
the position of engineer and superintend- 
ent of North Toronto Waterworks & 
Electric Light Company. In March, 
18938, he became engineer of the 
Niagara Falls, Park & River Railway, 
and in 1896 was appointed manager of 
that company. In June, 1900, he re- 


signed, and in August, 1900, he ac- 


cepted the position of manager of the 
Winnipeg Electric Railway. 


Peter E. Hurley, general manager 
and purchasing agent of the Trenton 
& Mercer County Traction Corporation, 
Trenton, N. J., died on June 26. Mr. 
Hurley was born in Monmouth County, 
N. J., fifty-two years ago. He worked 
on his father’s farm for some time and 
then decided to strike out for himself. 
He went along the Jersey coast and en- 
gaged in the hack business. Later he 
drove a stage in the city of Trenton 
on what was known as Wayman’s 
Line, carrying passengers between the 
City Hall and Riverview Cemetery. . 
He next became a driver on the old 
horse car line, then the only one in 
the city, operating between the Clin- 
ton Street station and Prospect Street. 
When the Center Street railway was 
built many years ago, Mr. Hurley was 
promoted to the position of superin- 
tendent and later was advanced to gen- 
eral manager. When the present inter- 
ests took charge of the Trenton & 
Mercer County Traction Corporation 
Mr. Hurley continued with the com- 
pany for several months, but resigned 
owing to ill health. He next entered 
the contracting business, but two years 
later returned to the company as gen- 
eral manager. All Trenton knew him 

s “Pete” Hurley. 


Charles B. Fairchild, who from 1889 
to 1895 was one of the editors of 
the STREET RAILWAY JOURNAL and 
later was a frequent contributor to 
its columns on technical subjects, died 
on June 28 at his home in Williams- 
town, Mass. Mr. Fairchild was born 
in Berkshire County, Mass., in 1842, and 
served throughout the Civil War, first 
for two years in the Twenty-seventh 
Regiment, New York Infantry, and 
then in the First New York Vet- 
eran Cavalry as first lieutenant. Dur- 
ing the first battle of Bull Run he was 
captured and later spent eleven months 
in Confederate prisons at Richmond, 
New Orleans and Salisbury, N. C. Af- 
ter the war he entered and graduated 
from the State Normal School at Brock- 
port, N. Y., and later became a mem- 
ker of the faculty. He also received 
the degree of A. M. from Amherst Col- 
lege. Later, for several years, he taught 
in the public schools of New York 
City. Mr. Fairchild became interested 
in railway matters through the inven- 
tion of a cable railway system which 
was installed on Asylum Hill, Bingham- 
ton, N. Y. While with the STREET RAIL- 
WAY JOURNAL he wrote “Street Rail- 
ways: Their Construction, Operation 
and Maintenance,” for many years the 
standard treatise on the subject. He 
was also the author of the “History of 
the Twenty-seventh Regiment, New 
York Volunteers,” a work of 335 octavo 
pages. After leaving the STREET RAIL- 
WAY JOURNAL, Mr. Fairchild was for a 
short time connected with the Chicago, 
(Ill.) City Railway in an advisory 
capacity. He also invented and de- 
veloped an emergency brake for elec- 
tric cars which was put on the ‘market 
by the Standard Air Brake Company. 
His son, C. B. Fairchild, Jr., is executive 
assistant of the Philadelphia Rapid 
Transit Company. 
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Construction News 


Construction News Notes are classified un- 
der each heading alphabetically by States 

An asterisk (*) indicates a project not 
previously reported. 


Recent Incorporation 


*Sacramento Northern Railroad, Sac- 
ramento, Cal.—<Articles of incorpora- 
tion have been filed in San Francisco 
by the Sacramento Northern Railroad, 
which is to take over the Northern 
Electric Railroad and its subsidiary 
lines. Capitai stock, $5,200,000. Among 
the directors are E. D. Sullivan, F. 
M. McAuliffe, E. K. Pedler and G. 
S. Sahlender. The company will build 
5 miles of standard-gage track from 
the M Street bridge over the Sacra- 
mento River to a point in Yolo County. 


Franchises 


Sault Ste. Marie, Mich—aA _ special 
election will be held in Sault Ste. Marie 
on July 22 to vote on the granting of a 
thirty-year franchise to the St. Mary’s 
Traction Company. 

Roanoke, Va.—The Virginia Railway 
& Power Company has received a fran- 
chise from the City Council of Roanoke 


to construct a line on York Street, be- . 


tween Boush and Granby Streets. 


Track and Roadway 


Anniston & Camp McClellan Trans- 
portation Company, Anniston, Ala.— 
Definite plans have been made for the 
construction of this company’s pro- 
posed line from Anniston to Camp Mc- 
Clellan and it is expected that opera- 
tion of the line will begin about Noy. 1. 
L. L. Crump, Anniston, secretary. 
[June 8, 718.] 

Municipal Railway of San Francisco, 
San Francisco, Cal.—The construction 
of the proposed extension of the Muni- 
cipal Railway from Church Street to 
the new government dry dock at Hunt- 
er’s Point will cost approximately 
$613,618, according to figures compiled 
by M. M. O’Shaughnessy, city engineer, 
at the request of the public utilities 
committee of the Board of Supervisors. 
Only a tentative outline for the con- 
struction of this extension is at present 
It contemplates 
the use of certain United Railroad 
tracks and the construction of private 
municipal line tracks from Revere and 
Hawes Streets to Alvord and Fairfax 
Streets. 


Savannah (Ga.) Electric Company.— 
The right-of-way has been secured for 


the entire length of the proposed 5-mile 


extension to be built by the Savannah 
Electric Company to Port Wentworth, 
and it is expected that the line will be 
in operation some time in August. 


Caldwell (Idaho) Traction Company. 
——Electrification of the Wilder line 
from Caldwell to Wilder, a distance of 
i2 miles, will be completed within six 
weeks by the Caldwell Traction Com- 
pany. The work will cost about $40,- 
000. The line was leased from the 
Oregon Short Line Railroad. 


Gary (ind.) Street Railway.—The 
Gary Street Railway has under con- 
sideration the construction of an ex- 
tension on Buchanan Street from Fifth 
Avenue to the bridge connecting with 
the tracks already installed by the 
American Sheet & Tin Plate Company 
to its plant. The cost to the Gary Street 
Railway is estimated at $125,000. 


Des Moines (Ia.) City Railway.— 
Patrons of the Des Moines City Rail- 
way have petitioned for the abandon- 
nient of the double track on West Nine- 
teenth Street and running cars one way 
on Nineteenth Street and the construc- 
tion of new track on Twentieth Street 
for the return trip. 


*Columbus, Kan.—Members of the 
commercial clubs of Pittsburg, Miami, 
Picher, Treece and Columbus recently 
met at Columbus and revived the sub- 
ject of an interurban line to connect 
with the Joplin & Pittsburg Railway 
in Columbus and to extend through the 
principal mining towns of the Kansas- 
Oklahoma lead and zine field and to 
Miami. A committee was appointed to 
go over the possibilities of building a 
line and ascertain the probable cost 
of the project and also to learn about 
how much money would be subscribed 
to stock of the company by each of the 
towns which would be tapped by the 
rroposed line. 


*Indian Head, Md.—A project is now 
under way to connect Indian Head, Md., 
with Washington, D. C., by an electric 
railway. This will either be built all 
the way from Washington to Indian 
Head or from White Plains, Md., to 
Indian Head, using the Pennsylvania 
Railroad from Washington to White 
Plains. Civil Engineer Smith, bureau 
of yards and docks, Navy Department, 
1319 F. Street, N. W., Washington, D. 
C., has charge of the plans being drawn 
and they are now waiting an appro- 
priation from Congress to build this 
road. 


Bay State Street Railway, Boston, 
Mass.—Judge Dodge in the United 
States District Court recently author- 
ized Receiver Donham of the Bay State 
Street Railway to borrow $82,000 from 
the United States Shipping Board 
Emergency Fleet Corporation, to be 
used to provide necessary extensions 
and improvements for the transporta- 


tion of employees engaged at the Fore 
River Shipbuilding plant. 

Southwest Missouri Railroad, Webb 
City, Mo.—An 18-mile extension will be 
built by the Southwest Missouri Rail- 
road from Picher to Miami, to cost 
about $150,000. 


Interborough Rapid Transit Com- 
pany, New York, N. Y.—Operation was 
begun on July 1 by the Interborough 
Rapid Transit Company on its Seventh 
Avenue subway line from Times Square 
south to the Battery on the main line 
and by shuttle from Chambers Street 
to Wall and William Streets. Opera- 
tion on the Lexington Avenue line will 
be begun in about a month. The open- 
ing of the Seventh Avenue line is 
referred to elsewhere in this issue. 


Philadelphia, Pax—Mayor Smith has 
signed a resolution recently passed by 
the City Councils, authorizing the can- 
cellation of four subway contracts in 
Broad, Arch and Locust Streets, which 
are held by the Keystone State Con- 
struction Company. The Mayor, city 
solicitor and Director of City Transit 
will make the financial arrangement 
with the company for reimbursing the 
contractors for their expense in pre- 
paring for completion. 


Levis County Railway, Levis, Que.— 
It is reported that the Levis County 
Railway has awarded a contract for 
200 tons of 60-lb. steel rails and is in 
the market for 16,000 ties, 70 kegs of 
track bolts, 300 kegs of track spikes 
and 2500 continuous rail joints. 


Power Houses and 


Substations 


St. Joseph Railway, Light, Heat & 
Fower Company, St. Joseph, Mo.— 
Work has been begun by the St. Joseph 
Railway, Light, Heat & Power Com- 
puny on the construction of a new 
substation on Felix Street, between 
Second and Main Streets, to cost about 
$4,000. 


Interborough Rapid Transit Com- 
pany, New York, N. Y.—The proposed 
extensions and improvements to be 
made by the Interborough Rapid Tran- 
sit Company, to provide for which a 
bond issue for $37,700,000 is being ar- 
ranged, include extensions in the power 
plants, electric substations, and trans- 
mission lines of the company, also im- 
provements in existing electrical appa- 
ratus, to cost about $2,391,000; im- 
provements in electric interlocking and 
other signal apparatus, $3,371,000; 
electrical machinery and equipment for 
substations, equipment for electric 
transmission and distributing systems, 
$7,886,000. 

Southern Pennsylvania Traction Com- 
pany, Chester, Pa.—The contract for 
constructing a second track on the 
Chester Pike from Darby to Eddystone, 
awarded to MacArthur Brothers, New 
York, by the United States Shipping 
Board, includes the erection of a new 
power house. 


Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS 
FOR THE MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


- MARKET QUOTATIONS - 


BUSINESS ANNOUNCEMENTS 


Production of Rails in the 
United States During 1917 


Consumption by Electric Lines 200,000 
Tons—Supply Expected to Be 
Reduced This Year 


An analysis of the statistics of rail 
production in 1917, made by the Amer- 
ican Steel & Iron Institute, and embod- 
ied in its special statistical bulletin No. 
2, bearing date of June 10, indicates 
that the supply of rails for replace- 
ment purposes during the year was 
above normal. The total production re- 
ported was 2,944,161 gross tons or the 
largest amount since 1913. Of the 
total, 308,258 tons were light rails, un- 
der 50 lb. a yard, while 91,674 tons 
were girders and high T-rails. Ex- 
ports were a trifle in excess of 500,000 
tons. 

The consumption by electric lines, 
including girder rails, etc., was in the 
neighborhood of 200,000 tons. The ap- 
pended tables furnish the details: 


in addition to new rails rolled during 
the year, rails rerolled from defective 
rails and from old rails. In 1917 the 
open hearth and Bessemer rails of this 
description totaled 9007 tons, rolled 
from old rails, 118,639 tons, making a 
total of 127,646 tons. 


Effect of Steel Order on Stock 
Accumulation 


Necessity of Shoving Orders of War 
Nature Ahead Affords No Opportu- 
nity for Replacing Goods 


Now that it is impossible to obtain 
steel except where the goods are to be 
used for war work of some nature, a 
munber of problems are arising that 
require a quick answer. According to 
a strict interpretation of the ruling, a 
manufacturer must show a bona fide 
war order before he can obtain a prior- 
ity for steel shipment. Priority or- 
ders, however, constitute 100 per cent 


TABLE I—PRODUCTION OF RAILS, SHOWING INCREASE BY PROCESSES, 1916-1917 


Kinds 1916 Per Cent. 1917 Per Cent. Increase Per Cent 
Open-hearth Pacis. iue <0 sss | 2,269,600 79.51 2,292,197 77.86 22,597 9.95 
Bessemer fsesasre sees vies 440,092 15.42 533,325 18.11 93,233 21.18 
iE) GG SI Mts Mtere = ah cuelleeya 144,826 5.07 118,639 4.03 *26,187 *18.08 

Teotaleericce inn cow shales 2,854,518 100.00 2,944,161 100.00 89,643 3.14 

* Decrease. 

TABLE II—PRODUCTION OF RAILS BY WEIGHT PER YARD, 1902-1917 
Under 45 and 85 and 100 Pounds Total 
Years 45 Lb. Lessthan 85 Lessthan 100 and Over Gross Tons 

NEL A SN Yen ery oe RR a a ad 261,887 2,040 884 645,162 2,947,933 
1903. 221,262 1,603,088 1,168,127 2,992,477 
TOO RA Plies chal ctor cr Gy a sa nee 291,883 1,320,677 672,151 2,284,711 
1905.. 228,252 1,601,624 1,546,053 3,375,929 
1906.. 284,612 1,749,650 1,943,625 3,977,887 
MD CRM tre com ale a Sets Sa dtae, os auc a aed 295,838 1,569,985 1,767,831 3,633,654 
[CLUS eb toe NP OER Oe OMe ai etenc he 183,869 687,632 1,049,514 1,921,015 
AAO O Merete rae Mere, NE oid ty cstod clea seis an SETS 255,726 1,024,856 1,743,263 3,023,845 
DDT Renee tensa tet “tics ase Miere's Bits 260,709 1,275,339 2,099,983 3,636,031 
Mela tere nee hcionrey-s6 Peace tee ees 218,758 1,067,696 1,536,336 2,822,790 
NT Dies aie eee ere 0.0 arasedelaeis whch ina ice § 248,672 1,118,592 1,960,651 3,327,915 
eRe evar stasdhelir.is:anus'< Gutgs Sia aes *270,405 $967,313 2,265,062 3,502,780 
RANI AR Reece PAG Drevants tis Seth ts ards 5'230 ole *238,423 +309, 865 868,104 528,703 1,945,095 
OSs Pers wie Sec RNR Sa wise? wich She a ahs arsine *254,101 7518,291 742,816 688,995 2,204,203 
WUC): 5 5 REN SSE a *295,535 7566,791 1,225,341 766,851 2,854,518 
PTT ene Aan oie heat geld ass ves. *308,258 882,673 989,704 763,526 2,944,161 

* 


Includes rails under 50 Ib. 


TABLE III—PRODUCTION OF ALLOY- 
TREATED STEEL RAILS, 1917 


Pro- 


duction Production by Weight 
Total vy per Yard 

Pro- Open- 50 Lb. 85 Lb. 100 Lb 

duc- Hearth to to and 

Alloys tion Process 84 Lb. 99 Lb. Over 
Titanium... 15,273. 15, ros 335.9 0,07 | 8,267 
Manganese. 1,262 1,262 sph hes 1,262 
Total.... 16,535 16,535 "335 6,671 9,529 


Girder and high T-rails for electric 
and street railways are included in the 
figures given in Table I. For recent 
years the tonnage was as follows: 1912, 
174,004; 1918, 195,659; 1914, 136,889; 
1915; 133,965; 1916, 127,410; 1917, 
91,674 gross tons. The total produc- 
tion of rails as given in Table I includes, 


+ Includes 50 Ib. and less than 85 lb. 


of steel production. Steel will not be 
shipped, therefore, for the manufac- 
ture of stock parts. 

To carry this one step further, a man- 


- ufacturer buying from a fabricator of 


parts cannot buy parts except for war 
work. If such be the condition, the 
manufacture for stock of goods in- 
volving steel is forbidden automatically. 
Such a condition would, of course, de- 
feat the purpose of the government in 
many instances. In these cases busi- 
ness men have suggested that a rem- 
edy will soon be found and applied. 
Generally speaking, however, factories 
are filled up ahead of capacity and con- 
sequently will be able to place orders 
for steel coincidently with receipt of 
order for finished products. 


Price Increases on Railway 
Accessories and Supplies 


Cest of Preduction and Scarcity of Ma- 
terial and Freight Advance the 
Primary Causes 


Prices in very many lines of electric 
railway equipment and accessories con- 
tinue to be revised on higher levels. 
Material, freight and greater produc- 
tion costs are the primary causes of the 
new quotations. The manufacturer of 
a self-lubricating trolley wheel, who has 
been advancing his prices from time to 
time, says another increase of at least 
10 per cent is almost a certainty in a 
short while. This manufacturer finds 
something of a difference between the 
buying cost of copper and brass and 
the figures usually quoted for pub- 
lication; it is much higher. Of course, 
there is a conceded difference—marked 
at times—between a casual inquiry for 
a quotation and when the metals must 
be had. Nearly every bona-fide buyer 
has the same experience in a seller’s 
market. On an inquiry for a price on 
some material it was stated a quotation 
could not be made before the goods 
were secured. This now is general prac- 
tice. 

Fabrikoid, extensively used for rail- 
way car upholstery—seatings, curtains, 
etc.—was marked up 10 per cent on 
June 10. Another 10 per cent advance 
is expected almost any time by the 
manufacturers’ representatives in this 
field. A prominent manufacturer of 
plush for car seatings is now revising 
his prices on a higher plane, which will 
be announced shortly. On all other ma- 
terial for seatings and curtains pro- 
duced by this manufacturer, all prices 
were withdrawn last week. 

An increase of 10 per cent is due to 
arrive on one well-known make of brush- 
holders in the near future, owing largely 
to frequent increases in manufacturing 
material. 

Car ventilators of a certain type, 
which have had the selling price revised 
but little in the past year, are about due 
for a raise. The manufacturer has re- 
tained his old list up to the present 
time because the last production had 
not been exhausted when the jump in 
prices on almost everything in the elec- 
tric railway line came along. He has 
been notified already that the cost of 
one part of the device will be from 40 
to 50 per cent higher than before and 
as a matter of fact it has been esti- 
mated that the next production will ex- 
ceed the former lot in cost by fully 40 
per cent. As this increase cannot be 
wholly absorbed the price must of 
necessity advance. This advance is ex- 
pected to be 10 to 15 per cent. 
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An inquiry last week ae lot of No. 
516 double-cotton magnet wire, listed at 
39 cents a pound, was answered by a 
manufacturer this week with a quota- 
tion of 45.30 cents a pound, an advance 
of about 15 cents a pound over list. 

Transmission cable, on account of the 
rising cost of lead, will be marked up 
from 5 to 10 per cent, going into effect 
immediately. About a 5 per cent ad- 
vance was made on rubber-covered wire 
on June 22 on sizes from No. 14 up to 
No. 0000. An increase of 3 per cent on 

_crossarms went into effect on June 25. 

With the government’s restrictive or- 
der on the importation of asphalt from 
Trinidad and Venezuela, no increase in 
price has occurred, but deliveries are 
later. Turpentine, used in paints, has 
been steadily rising in price for several 
weeks. It is now quoted at 75 cents a 
gallon, a jump of more than 30 cents in 
three months. 

Reports from Chicago are to the 
effect that an increase in price on pole- 
line hardware can be expected shortly 
although no estimate was made as to 
the extent of this advance. 


Railway Market Still 
Restricted 


Purchasing Agents of Prominent Road 
Are Directed to Suspend Buying 
During Summer Months 


Electric railways have not been plac- 
ing orders for needed rolling stock, 
equipment or accessories in any but a 
restricted sense for some time. At 
present they have refrained from buy- 
ing for their fall requirements beyond 
the absolute maintenance of their sys- 
tems or the necessary replacements. 
Various reasons are ascribed for this 
curtailment, chief of which, of course, 
is lack of income and inability to market 
their securities in order to obtain suffi- 
cient working capital. 

As a concrete instance of this condi- 
tion it may be stated that a large 
Eastern traction system, operating sev- 
eral interurban lines of importance, noti- 
fied its local purchasing agents that 
under no circumstances is any material 
or equipment to be bought for the next 
sixty days. This period covers the 
months of July and August. Just why 
this order was made has not been ex- 
plained. 


Traction Companies Running 
Behind on Accounts 


Supply Concerns Say Bills Are Not Met 
Promptly—Settlements Deferred— 
Credits Weakened 


A few weeks ago the credit stand- 
ing and buying power of traction roads 
were referred to favorably by the 
ELECTRIC RAILWAY JOURNAL. The in- 
formation was authentic and obtained 
from the most conservative concerns in 
the equipment and supply field. For 
one reason or another, rather difficult 
to explain, a change has occurred 
since then. The accounts of electric 
railways are now reported as not be- 
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ing settled so promptly. Normally bills 
were discounted, 2 off ten days, and 
rarely were more than thirty days re- 
quired. In many instances accounts are 
allowed to run sixty and ninety days 
and sometimes even six months at the 
present time. 

Firms in the supply lines not heavily 
capitalized are feeling the pinch more 
keenly than the stronger financed com- 
panies, though complaints of deferred 
payments of bills are general. Con- 
cerns which formerly seldom sent out 
a dozen letters a year asking for re- 
mittances to cover current bills, are 
now obliged to forward reminders 
monthly. The returns are said to be 
far from satisfactory. 

Where concerns are running behind 
in their collections additional capital 
is needed to finance their business, with 
credits being sharply curtailed besides. 
One company in this position is of the 
opinion that with the advance of 
material and the slow payment of bills 
there is but one course to pursue. The 
additional cost cannot be entirely ab- 
sorbed, but the burden must eventually 
fall on the purchaser. In other words, 
the buyer of equipment, supplies, etc., it 
is stated, will have the charges increased 
by the sellers in self-defense to make 
up the deficit, and selling terms will 
be promptly enforced. 
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Price of Copper Raised by 
War Industries Board 


Advance to 26 Cents a Pound Granted 
—Became Effective July 2— Pro- 
ducers’ Data Convincing 


Contrary to expectation, a new price 
of 26 cents a pound for copper was 
fixed by the War Industries Board on 
Tuesday, taking effect immediately and 
to remain in force until Aug. 15. This 
is an advance of 2% cents a pound 
from the former price of 23% cents a 
pound. An increase of 5 cents a pound 
was asked by the producers to meet the 
extra costs of labor, freight and every 
phase of production where increased 
expenses due to war conditions have 
made themselves felt. 

An impression prevailed that if a 
new price were decided upon by the 
board it would not take effect before 
the time for a revision of prices, Aug. 
1. But the producers were permitted 
to receive the benefit of the increase 
by putting the new schedule into effect 
at once. When Aug. 1 arrives the 
prices as determined upon on Tuesday 
again will be taken up for considera- 
tion, to ascertain whether the compro- 
mise in price is higher than is reason- 
able or too low to meet expenses and 
include a fair profit. 


Rolling Stock | 


Wilmington (Del.) City Railway has 
ordered twenty-two new double-truck 
passenger cars from the J. G. Brill 
Company, Philadelphia, Pa. 


Empire State Railway Corporation, 
Syracuse, N. Y., has purchased a No. 3 
snowplow from the Russell Snow Plow 
Company, via Wendell & MacDuffie, for 
fall delivery. 


International Railway, Buffalo, N. Y., 
has ordered four snow broom sweeper 
equipments from the Russell Snow 
Plow Company, through Wendell & 
MacDuffie, to be attached to its pas- 
senger cars. 


United Railways & Electric Company, 
Baltimore, Md., which is in the market 
for fifty new double-truck cars of the 
standard type, has specified that all 
bids must be placed on file July 5 (yes- 
terday) at noon. ° 


Pacific Electric Railway, Los Angeles, 
Cal., has placed an order for fifteen ad- 
ditional one-man cars with the Ameri- 
can Car Company, St. Louis, Mo. This 
company had previously bought twenty 
cars of the same type, as mentioned in 
the Exrectric RAILWAY JOURNAL of 
June 15, making thirty-five in all. 


Tampa (Fla.) Electric Company is 
reported to have received eight new 
Birney-type cars built by the St. Louis 
Car Company. Before being placed in 
operation on the company’s Ybor City 
—-West Tampa line they will be equip- 
ped with a compressed air device 
which registers transfers independent 


of hand power on the part of the motor- 
man. 

Charleston Consolidated Railway & 
Lighting Company, Charleston, S. C., 
furnishes the appended specifications 
for sixteen double-truck center entrance 
cars, ordered from the Cincinnati Car 
Company for delivery in August and 
referred to in last week’s ELECTRIC 
RAILWAY JOURNAL: 


Number of cars ordered..........---+--: 16 
TMS? OL IC LIVOEY cos aisls Se pic tee . August 
Builder of car body..... Cincinnati Car Co. 
Type of car..Double-truck, center-entrance 
Wentne sCADACILY: «cic <b oh rae cle va ate aie 56 
Va aE GEDEAL on ae clot cs smear ee al se 56,000 Ib. 
Bolster centers, length........ 23 ft. 10 in. 
Higueth over DUMPETS. 26... le eerste ee 41 ft. 
MV UE OWORN PSL iis meade Soe ha 2 ela 39 8 ft-°3) in, 
SIDER aust ceca Mla 6) Sncle dye win oe Wa wlelis a eae All steel 
RRO Te ET UTNR so ais slekeis «014 inl elsjs eins _. .Cherry 
DEURELSUMASAT TRESS crotay als apts sel sar are's Carline finish 
PR eerie ic me she ake 6M oon ln 601s ej phones Arch 
ATER ETLISOS 1. 2 diiexe-s ans Westinghouse A. M. M. 
PRIOR ce ace vistie. sil wires os o° Laclede Steel Co. 
Ce yO) 4 URS eee een Rico anti-climber 
Conduits and junction boxes...... Duraduct 
Control, tYPe. 5... ve eee eee wee ei D 
Couplers... 0s. Tomlinson, air and electric 
Curtain fixtures... 5... Curtain Supply Co. 
No. 88 ring 

Curtain PnP terials os. sins a: ole ote) oi's Pantasote 
Designation Signs... .s. hese es Keystone 
Door operating mechanism........ National 
Pneumatic 

Fenders or wheelguards........ Company’s 
standard 

Gears and“ pinions. soc oy... 6.as eee. Nuttall 
Hand brakes....... Cincinnati drop handles 
MTOR UCIS iii tmiaecdtte hh ae eetale til Consolidated 
Meadlights...3. 2.252% Crouse-Hinds S. D. P 
Hournal PORES. se ete oe eh oe os Symington 
Lightning arresters.......... Westinghouse 


Motors, type and number..Four West. 514, 
inside hung 
Paint. varnish or enamel..Flood & Conklin 


ELERIGLOTS, 2 ki tcre serra eels. are ss International 
RIAANIONE:, tate cece saa e's > b> Ohio Brass 
Sa Shi sdi Rb ReS sora ie. cAuetals s/o s,s Cincinnati 
Boats Style aca oee Vice sets Hale & Kilburn 
Spa Lino Teter ial Asie + ays baie we od oo Rattan 
LEDINCOR Gas ee te rian sidites sus 0 @ alee Feralun 


retrievers 

No. 14 on motors. 
O B on trailers 
Trolley wheels or shoes:.............U. 8S. 
ORIOL REM Le. s. slarsge ie oe los Cincinnati 


Trolley base...... iS. 


Trucks, A 
RU TITE MICS Seti eet eos elotetes.s a tie Automatic 
Wheels (type and size).......... C I-24 in. 
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Trade Notes 


R. P. Dryer, assistant sales manager 
of the Canadian Allis-Chalmers Com- 
pany, Ltd., Toronto, Can., has resigned 
to take a position in the Pittsburgh 
(Pa.) office of the Allis-Chalmers Manu- 
facturing Company, Milwaukee, Wis. 

J. R. Palmer, who had charge of the 
line material sales of the Ohio Brass 
Company, Mansfield, Ohio, for a number 
of years, is now in Philadelphia, Pa., 
where he will be engaged in naval air- 
plane productive work. 


Railway Improvement Company, New 
York, N. Y., advises that it has received 
an order for six Rico coasting record- 
ers from W. R. Grace & Company, New 
York, for use by the Electric Companies 
Association, Lima, Peru. 

Public Service Railway, Newark, N. 
J., has placed H-B life guards of the 
Consolidated Car Fender Company, 
through Wendell & MacDuffie, its sales 


York, N. Y., filled an order for twenty- 
five H-B life guards to be installed in 
the equipment, now in service, of the 
Norfolk lines of the Virginia Railway 
& Power Company, Richmond, Va. 
Joseph Leidenger, for many years 
Eastern sales manager of the Dayton 
Manufacturing Company, manufac- 
turers of car trimmings at Dayton, was 
elected vice-president of the company 
at its last annual meeting. The other 
officers elected were: John Kirby, Jr., 
president; Nelson Emmons, Jr., vice- 
president, and H. D. Hendrick, secretary 
and treasurer. Mr. Leidenger is a 
veteran in the car trimming business, 
having started with Mr. Kirby in the 
firm of Post & Company in Cincinnati 
ia 1882, and continuing with him when 
he became associated with the Dayton 
Manufacturing Company in 1888. 
Dwight P. Robinson and John W. 
Hallowell have retired from the firm of 
Stone & Webster, as of July 1, and the 
business will be continued by the re- 
maining partners, Charles A. Stone, 
Edwin S. Webster, Russell Robb and 
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‘New Advertising Literature 


Sprague Electric Works of the Gen- 
eral Electric Company, New York, N. 


-Y.: Cireular describing the Sprague 


type SS flexible-steel conductors. 


Ingersoll-Rand Company, New York, 
N. Y.: The following new publications 
are being distributed:—Form 4039, 
eight-page bulletin on Leyner shank and 
bit punch for punching out holes in’ 
bits and shanks of hollow drill steel. 
Form 901, four-page flyer showing the 
complete line of “Little David” pneu- 
matic tools. Tables of sizes and capac- 
ities are given and illustrations show 
all the tools and their applications. 
Form 9028, eighteen-page catalog il- 
lustrating and describing equipment for 
sugar factory and refinery service. A 
separate Spanish edition of this catalog 
is also available for those who desire it. 
Form 9010, four-page catalog on the 
“Sergeant” ticket-canceling box. Form 


representatives, on the thirty-three new Henry G. Bradlee. Dwight P. 901-1, single-page flyer on “Little 
cars now under construction by the Cin- Robinson has been with Stone David” caulking machine. Form 888, 
cinnati Car Company. & Webster since 1893. In 1908, four-page flyer on “Little David” 


Perley A. Thomas, manufacturer of 


he was elected president of the Stone & 


evaporater tube, cleaning and other 


cars and car materials, High Point, N. Webster Engineering Corporation, and labor-saving pneumatic tools. Form 
C., writes that he did not take over he has been a member of the firm since 876, single-page flyer on Inger- 
the car manufacturing plant of the 1912, John W. Hallowell has been with soll-Rand barometric condensing 
Southern Car Company, as mentioned tone & Webster since 1901 and a plants. Form 883A, single-page flyer 


in a recent note in these columns, but 
conducts only the Perley A. Thomas 
Car Works. 


Consolidated Car Fender Company, 
Providence, R. I., through Wendell & 
MacDuffie, general sales agents, New 


member of the firm since 1912. Since 
May, 1917, he has been in Washington 
with Mr. Hoover as a member of the 
United States Food Administration and 
expects to continue in that work for 
the duration of the war. 


on Class “FP” steam engines, horizon- 
tal center crank type with piston valves. 
Form 3015-1, four-page bulletin on 
“ER-1” portable mine car air compres- 
sors. Copies of the publications will 
be sent free on request. 


NEW YORK METAL MARKET PRICES OLD METAL PRICES—NEW YORK 


June 26 July 3 June 26 July 3 
Copper, ingots, cents per Ib..... 234 26 Heavy copper, cents per lb............. 22 22 
Copper wirefbase, cents per lb.......... 264 283 Light copper, cents per Ib.............- 193 193 
head, conta per 1b: a 23.0662 cfesess canes « «.° 8 8 Red brass, cents per Ib............+0.+5 19 19 
MuGkel, Cents per Ws os v grease ceeicions ve 40 40 Yellow brass, cents per lb.............. 13 13 
Spelter, cents per Ib......@..4.....000% 8.623 8.873 Lead, heavy, cents per Ib...........-+-- 63 6 
in, Chinese*, cents per Ib............. 92 92 Zinc, cents per Ib)... .s.<dasleests > sone 52 5 
Aluminum, 98 to 99 per cent., cents per Steel car axles, Chicago, per net ton..... $41.52 $41.52 
RM. Ste ee mre, cr ch lcm ym a6 <5 ital 733.00 733.00 Old carwheels, Chicago, per gross ton.... $29.00 $29.00 
Steel rails (scrap), Chicago, per gross ton $34.00 $34.00 
: d 3 View: Steel Jails (relaying), Chicago, gross ton... $60.00 $60.00 
No Straits offering. + Government price in 50-ton lots or more, f. 0: b. plant. | Machine shop turnings, Chicago, net ton.. $16.25 $16.25 
ELECTRIC RAILWAY MATERIAL PRICES 
: June 26 July 3 June 26 July 3 
Rubber-covered wire base, New York, Galvanized wire, ordinary, Pittsburgh, 
SPT CLAD Miers vlasiattle sci eiajsiq see ee 27 to 30 27 to 30 cents per Ti. Sichkignds cnet Meteor Ce 3595 3.95 
Weatherproof wire (100 lb. lots), cents Car window glass (single strength), first 
per lb., New BVOFK Ty ons acidic nicl eee 32.25 to 37.10 34 three brackets, A quality, New York, 
Weatherproof wire (100 Ib. lots), cents discount . !.1.icfos seh Sees ae ietean 80% 80% 
POD ONICR LO 2.4 setae ic ce ite ks oehs 35 to 35.42 35.00 to 35.42 Car window glass (single strength, first 
2p ae (A. 8. C. E. standard), per gross 67000 to $0.00. 9370: 00ts SRO DD saree bracketl, B quality), New York, 
Nae re mechs 5 as Saree ee .00 to ; .00 to ; BCOUNL.\:; 5: vacmiee Ooh nari aot 8 80 
‘alone fy abe E. gaan 100 to 500 $67!50 $67.50 Car si abe orn Howe Ligh ea all % Sg 
1 i SLOBG ICON. cate ancl sseeeee : ; sizes AA quality), New York discount... 82 & 3 82 & 3 
T rails (A. S. C..E. standard), 500 ton lots, ‘ Waste, wool (according to grade), cents ze £ 
ST RTORS TONG Naicl ahi os cv oe ve ein wre en $62.50 $62.50 per ID: is teeta it Deere ne eae ae 11} to 22 114 to 22 
rail, high (Shanghair),centsperlb ..... 44 4h Waste, cotton (100 Ib. bale), cents per Ib. 13 to 133 13 to 133 
Rails, girder (grooved, cents per lb...... 44 43 Asphalt, hot (150 tons minimum), per ton 
Wire nails, Pittsburgh, centsperlb....... 33 34 amare POPs. Stemi cs he: $38.50 $38.50 
Railzoad spikes, drive, Pittsburgh base, Asphalt, cold (150 tons minimum, pkgs. 
cents per Ibo... ........ Saleen ee 4} 44 weighed in, F. O plant, Maurer, 
Railroad spikes, screw, Pittsburgh base, Ni J), Derton yc choea okie Greats $42.50 $42.50 
PODER OGM ID Natiaiwrs« ote sce pie ase coeds ek 8 Asphalt Aller, per ton enc. nee $45.00 $45.00 
Tie plates (flat type), centsperlb....... *34 *3} Cement (carload lots), New York, per 
Tie plates (brace type), cents per lb....... *3} *34 10) OC A Ue BE. Pan, $3.20 $3.20 
Tie rods, Pittsburgh base, cents per lb... 7 7 Cement (carload lots), Chicago, per bbl.. $3.34 $3.34 
sh plates, cents per Ib..............0. #32 *34 Cement (carload lots), Seattle, per bbl.. : $3.68 $3.68 
Angle plates, cents per Ib............... *3} #32 Linseed oil (raw, 5 bbl. lots), New York, 
Angle bars,..ents per Ib..............05 ¥*3} *3} perigal....s Jah oe een eee $1.60 $1.62 
Rail bolts and nuts, Pittsburgh base, Linseed oil (boiled, 5 bbl. lots), New York, 
REUaIMED Diep ec anty ters irae 8 Ecce 4.90 4.90 OF TAN, are sficotes neta eae ees $1.60 $1.63 
Steel bars, Pittsburgh, cents mer Ibooas ve 5 5 white lead (100 lb. keg), New York, : 
Sheet iron, black (24 gage), Pittsburgh, cents per Ib. ciackwads ae eee 103 103 
cents per Ib..... fe Wie ag ids ties bers 4.90 4.90 Turpentine (bbl. lots), New York, cents 
Sheet iron, galvanized (24 gage), Pitts- per gal... sean sae ane 70 75 
burgh, centsiper [boos ceew cee sues 5.80 5.80 . 
Galvanized barbed wire, Pittsburgh, * Government price. 
COMES PCD Mice aces ciateilelie vita. a 4.35 4.35 
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Giving the Springs Fair Play 


Since the Bolster Guide has been made a regular part of Brill 
trucks there is no binding or checking of the bolster motion 
under motor or brake pressure and consequently the springs act 
just as freely during starting and stopping as at any other time. 
Then the Graduated Spring System gives the car the proper 
cushioning effect for the load it happens to be carrying, instead of jolting it 
along most of the time on maximum-load springs that are only needed for rush- 
hour service and then only in one direction. Together these two features make the 
springs one hundred per cent. efficient and add immensely to the comfort of 
passengers and the life of equipment. Bulletin 227 tells how they apply to the 
~39-E Single-Motor Truck. | 


AMERICAN CAR COMPANY 
ST. LOUIS, MO. 


THE J. G. BRILL COMPANY 
PHILADELPHIA, PA. 


WASON. MANUFACTURING CO. 
SPRINGFIELD, MASS. 


«GG. C. KUHLMAN CAR CO. 
ss CLEVELAND, |OHIO 
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